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The West Bell-Ringer. 


The West steam bell-ringer, of which we give an illustration 
herewith, is a very neat and compact machine which has lately 
been devised to meet the frequently expressed want of some 
arrangement by which the bell of a locomotive may be rung 
continually and uniformly while the engine is in motion. In 
the numerous suits for damages at road crossiags which are 
brought against railroad companies every year, it is always 
difficult and often impossible to prove that the bell was rung in 
season and long enough to give the required warning. In 
order to avoid any doubt on the subject, it is probably best to 
have the bell continually ringing, which of course cannot be 
done when the only motive power is the pull of the fireman on 
the bell-cord. Attaching the bell-ringer to some of the recip- 
rocating parts of the machinery has been tried, but unsuccess- 
fully. The bell, in that case, rings too slowly at starting and 
entirely too fast when the engine is in rapid motion. 

The West bell-ringer is so arranged as to be attached directly 
to the cab, either on the engineman’s or the fireman’s side, as 
preferred, with the starting handle projecting into the cab. 
It consists of a cylinder, c,in which works the piston, a, and 
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piston-rod, b, which give motion to the bell. Communicating | 
with the cylinder are two relief passages, 7, 7, which allow the 
air or vapor which is in the cylinder when the bell is started 
to escape around the piston a, and by removing the resistance 
allow the piston to follow the momentum of the bell until it 
stops. Under the cylinder, and communicating with it by the 
passages k, k, is a steam-chest, in which moves the balanced 
valve, d, d. This valve receives steam in the center, the ex- 
haust escaping past the ends. Steam is admitted into the 
steam-chest through the opening, m, tle valve regulating the 
admission being placed on the steam pipe at any convenient 
point outside the chest. The exhaust pipe is screwed into a 
hole in the flange end of the cylinder, and can be carried down 
alongside the fire-box, to discharge the exhaust steam 
at any convenient point below the running board, 
It will ., observed that the valve is hollow, 
so that the exhaust from either end of the cylinder 
passes-freely through it. The live steam is admitted 
only into the recessed portion of the valve d, occupying the 
space between the valve and the wall of the steam-chest. 
Motion is given to the valve by the tappets e, e, which are 
secured to the piston-rod by small pins. The bell-rod is a con- 
tinuation of the piston-rod, and is attached directly to the bell 
crank. Where the bell sets well forward «n the boiler, as is 
generally the case, a guide is placed about three feet from the 
cab, through which the rod works. In attaching the cylinder 
to the cab, it may be made to project either inside the cab or 
outside, as may be preferred, by simply reversing the piston 
and rod in the cylinder. 

In operation the ringer is started by opening the valve which 
admits steam to the chest and then, by means of the handle h, 
moving tho piston in either direction, so as to close one of the 
passages k. The tappet, e, then strikes the valve-rod f, which 
moves the valve so as to allow steam to enter the passage k, 
which is covered by the piston a. As the piston continues in 
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motion it opens the relief passage 4, and allows the compressed 


air to escape, leaving the bell to move forward until it looses 
the momentum derived from the push, when the bell falls back by 
gravitation, pushing the piston back until it closes the relief 
passage 7 and opens the steam port k, which allows steam to 
enter the cylinder and, acting on the [piston, to drive the bell 
forward to the blow. This action is then repeated in the other 
end of the cylinder, and the ringer continues to act. The 
steam acting on the piston gives the required impulse to the 
bell, while the bell acts as a pendulum and regulates the move- 
ments of the piston-and consequently the valve. To stop the 
ringer it ig not necessary to shut off steam but merely to bring 
the valve toa central position by means of the handle h. In 
case of necessity the bell can be rung by hand, by using the 
handle h. 

This ringer, which is covered by patents dated August 25, 
1872, and January 7, 1873, is manufactured by the West Steam 
Bell Ringer Company at Quincy, Ill. Mr. E. Simmonds is the 
General Eastern Agent and has his office at 349 Broadway, 
New York. 

It has been in use on the Chicago, Burlington & Quincy 
and Hannibal & St. Joseph roads for some time past, and the 
Michigan Central, Chicago & Alton, Lake Shore & Michigan 
Southern, New York Central and other companies are now 
using it on trial. 
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Raising Rates on the Milwaukee & St. Paul Railway. 





The following letter, sent to the Milwaukee Zvening Wiscon- 
sian by a director of the Milwaukee & St. Paul Railway Com- 
pany, is certainly a very clear, frank and outspoken statement 
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THE WEST BELL-RINGER, 


of the circumstances of the company. We imagine that if 
railroad companies would take pains to address the public 
which they serve more frequently, and make honest attempts 
to explain those features of their business which cause preju- 
dice or ill-feeling, there would be much less public dissatis- 
faction. We may look upon this letter as a “‘report to cus- 
tomers,” as the annual report is a report to stockholders, and 
if the people of Wisconsin will read it, it ought to do them and 
the company a great deal of good : 


In your editorial of thé 9th inst., entitled ‘‘ Proposed Increase 
of Railway Freights,” you seem to think that the Milwaukee & 
St. Paul Railway Company are doing a great wrong to the 
people of Wisconsin because they find 1t necessary to raise the 
price of transporting wheat 1 to 2 cents per bushel. Lake 
freights are aivanced as much as 10 cents per bushel, and 
canal freights 4 conts per bushel, so far as known to us without 
comment, or at least without threats of punishment. You 
propose to punish the railroad company for a supposei wrong 
with legislative vengeance, by taxing then 6 per cent. upon 
their gross earnings, which is a rate of taxafion far in excess 
of that imposed upon other property in your State. The sup- 
posed wrongs you attribute to the Eastern directors, intimating 
that the increased tolls are contrary to the views of the locai 
management, 

Having a high regard for the good will and opinions of the 
people of Wisconsin, whom we have so long served with our 
best ability, in carrying persons and property for them on the 
most favorable terms, and feeling that we are entitled to, and 
believing that we shall receive, a fair hearing from them, t beg 
to say a few words to them on the subject of railway earnings 
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Legislature of your State or the le at large have any d 
to drive our railway companies Eas beshrantey. We — to 
live and let live,” but it is as true as holy writ that to live we 
(the railway company) must get more income, more pay for the 
service we perform. One more year of such remunerative bus- 
iness a8 we have been doing for the past two years, and the two 
largest corporations ih your State will be forced into insolvency, 
-_ Sf conry i them various local pens and individuals, 
among your own people, to say nothing of the 
oeetiers of the railroads, great suffering and pecuniary 


_ The Milwaukee & St. Paul Railroad Company was organize 
in May, 1863, over ten years ago. Since Which time “7 tbe 
present it has only earned an ‘_~ $5.50 cash per share of 
$100 each upon its common stock, which represents about one- 
third of its cost, about 4 of 1 per cent. per annum. The rail- 
road during that time has been managed with the best local 
talent obtainable and as economically as possible. It has cost 

less per mile than most of the railroads in the country—sa: 
about $37,000 per mile. The Soapanty owned by it could not be 
there, obtained or created for anything like its repres 
sented cost in bonds and shares. The common stock, as above 
stated, represents about one-third of its cost; the other two- 
thirds is represented by bonds secured by mort age and pre- 
ferred stock. The interest upon the bonds and fividends upon 
the preferred stock at 7 rannum have always un- 
til a last, been paid, at which time the company were 
— — pass -” dividend 7) _ referred stock—because 
ot earned, or any part o' rom January 1, 1873 to 
_~ ee i, ne the np Puy not earn ensegh to pay 

operating e es aD er cent. interes 

their mortgage “ne . — 
The question now forced upon the directors is one of vital 
importance to the railway com any, simply a question of self- 
reservation. To go on and do business as we have been doing 
or two years last past is to sacrifice the perty intrusted to 
us by the stockholders—to abandon it to densertange creditors. 


r cent. 








and to make a few comments upon your article above allude 
to, which has been so extensively copied in various newspapers 
of the country. : 

Now permit me to disabuse your mind of the error you make 
in supposing the board of directors of the Milwaukee & St. Paul 
Railway Company are not in harmony upon this subject—that 
there are any differences between the Eastern and Western di- 
rectors. One of the Western directors, Mr. Merrill, who is also 
General Manager of the property, and who resides at Milwau- 
kee, will tell you upon spp) cation that if he owned the railroad 
property himself he would do exactly as the directors havo in- 
structed him to do. 


We cannot think or for one moment believe that either the 





We cannot, as faithtul trustees, do this without making 


every reasonable effort to prevent it. We can only keep this 
large property for the stockholders by getting increase/ net 
earnings, which can only be obtained by reducing operative ere 
penses where it is possible, and largely increasing: our gro:a 
earnings. 
_ In your article you say that our earnings have been largely 
increased the present year, which is true of the gross earning, 
but you omit to say that the increased earnings are made upon 
a very largely increased capital and length of railroad—owr 
$6,000,000 of increased capital and about 230 miles of addition: 1 
railroad. Was it quite fair in you to omit such material facts 
when you charge us with increased earnings, and saying that 
the increased earnings for three months would pay the interest 
upon $12,000,000 of additional capital? While the gross earn~ 
ings have been increased as above, the net earnings are consid- 
erably less than last year. You, of course, know why this is— 
it is because of lower freights. We cannot do business and ree 
main solvent at rates existing previous to September 15, 1873. 
You may reply that other railway companies do and can; 
but do not sure of this. One day in your 
section of the country, it is the Southern Minnesota Railroad 
pomgeny that fails—another, it is the St. Paul & Pacific, the 
Des Moines Valley, the Iowa Central, the Rockford, Rock Island 
& St. Louis, the St. Joseph & Denver, the Chicago & Michigan 
Lake Shore, the Missouri, Kansas & Texas, and the Canada 
Southern. Whose turn will come next? I will tell you. It 
will be'the railroad companies that continue to do business at 
prices ruling in the Northwest previous to September 15, 1873. 
How long can = large railway companies continue to stag- 
ger under the burden of their large floating debts, and keep 
out of the hands of their mortgage creditors, on tariffs existing 
prior to September, 73? Ido not believe for one year, Who 
carries these immense Ss obligations of your railroads? 
Mostly, at any rate, very largely, your own citizens and banks. 
Who suffer temporarily if i are not paid? Of course the 
holders of the obligations. Now if the people of Wisconsin 
believe these things relating to the earnings and operating ex- 
penses of railroads in that State, and can learn the truth of all 
that is here said, by legislative or otherinquiry, from the books 
of the respective railroad companies, I do not believe they will 
blame us for making a struggle for self-preservation against a 
pete clamor raised by <nqngeee and communists in high 
and low places, and more by those wanting places, aided by 
middlemen and speculators in your farmers’ crops. 

You well know, everybody knows, that your own leading citi- 
zens form rings, or become aiders and abettors of the same, to 







































































































































































































































410 


THE RAILROAD GAZETTE. 


LOct. 11, 1873 








depress the market price of wheat, to buy it at less than its 


market price at the various stations upon the line of railroad. 
From 4 to 12 cents a bushel is an ordinary profit to them—their 
profit is often more per bushel than the railroad company gets 
for hauling wheat miles and upwards. This, if not com- 
ménded and approved by the people of yqur State, is at least 
not cried out against in your cities—no laws are sought to be 
enacted prohibiting speculation or regulating it. Why not en- 
act that po man or combination of men shall buy wheat at or 
near any station upon any line of railroad in the State, xt a price 
greater than 4 cents a bushel under the Milwaukee price, at the 
time of purchase; the purchaser could suffer no loss, on the 
contrary, he could make clear 4 cents per bushel, for be could 
sell to arrive by telegraph in Milwaukee. The honest fa) mer 
then would not be compelled to pay a profit sometimes of 10 
cents and 12 cents per bushel to the gentleman who kindly buys 
his wheat at a profit to the buyer, after excepting the whole 
toll charged by the railroad company for hauling it. It is the 
buyer of wheat that needs regulating by law, if he wants to af- 
ford the farmer the protection he deserves. 

Tae merits or want of merits in Jay Gould’s buying and sell- 
ing your railroad stocks have nothing to do with the question 
of-what is a fairly remunerative 
charge for carrying wheat and other freight. 
terest in any of his projects. 
think that Jay Gould has something to do with our misfor- 
tunes, and may be the cause of woe to the stockholders, it may 
be well to put his experience on record, so that your people and 
all others may read and profit by it. 


Two short years ago Gould was said to have accumulated, “‘by | 


hook or by crook,” from $10,000,000 to $15,000,000. After leav- 


ing the Erie Railway, he looked about for places to invest bis | 


money. Among other investments, he is said to have bought 
10,000 shares of St. Paul common at $58@60 per share. It is 


now reported that he has sold it at $46@47 a share. If this is | 


so. he has lost say $10 - share, beside interest, say in all 
$100,000 Joss on St. Paul common. It is also reported that 

previous to his parchase of St. Paul common he bought 150,000 
shares of Northwestern common at $85@200 (?) per share. 

This large purchase made a corner in the stock, and enabled 
him to make settlements with Daniel Drew and others who had- 
sold it short, by which he is said to have reduced the cost of 
his stock to about $72, most of which he is now said to have; 
but it is said to have sold some of it at about $60. If he could 
sell the whole at $52, which is very doubtfui, he would lose, say 
$20 per share, which, on 150,000 shares, is the sum of $3,000,- 
000. The results of Gould’s investment in Wisconsin railroad 
stocks are not particularly encouraging to him. Do you think 
others having money to invest would like to imitate him? If 
so, the markets are open. 

You speak of punishing us by a 6 per cent. tax upon our 
gross earnings. We should regret this, and much more regret 
that the Legislature or the people of Wisconsin desired to do 
this. Under the present 3 per cent. rate of taxation, and with 
the tariff existing previous to Sept. 15, 1873, we cannot earn 
sufficient to pay our ordinary operating expenses and the inter- 
est upon our mortgage debt, as will be proven by an inspection 
of our books from January 1, 1873, to September 1, 1873. A 6 
per cent, tax upon our gross earnings is therefore to us contfis- 
cation. What you or your people expect to gain bya —- 
of owners of the rairoad, selling us out to our creditors, we do 
not know and cannot see. Did you ever know creditors less de- 
manding and exacting than debtors? If you have, we have 
never met them. 

The present directors of the Milwaukee & St. Paul Railway 
Company have exerted themselves in every way they thought 
feasible to develop and improve the property entrusted to their 
management. For the last two years they have tailed to secure 


a satisfactory result because of the low rates of freight | 


ager to this end they have built or purchased new 
ines of railroad, and made the same tributary to the main 
lines and tributary to the city of Milwaukee, hence the 
growth and prosperity of the city. In this construction 


and purchase of new railroads and the extension 
of old lines of road not one dollar of the earn- 
ings have been used, but entirely new and additional 


capital has been procured, either from the individual credit 
aud resources of the directors, which has often been strained 
to a dangerous extent, or the new capital has been derived 
from the sale of bonds and shares in the money markets of 
New York, London and Amsterdam. They have been succese- 
ful in aggregating a large property—-some 1,500 miles of road 
well equipped, at a cost of about $37,000 per mile, or say over 
$55,000, To —— this property for the owners, necessity 
compels them to make it earn operating expenses and 7 per 
cent. per annum upon about two-thirds of its cost. This your 
paper, backed, as you claim, by the people of Wisconsin, says 
we must not do. We believe our duty to the owners of the 
property requires us to do it, and so believing, if our railroad 
company is to be destroyed, it must be by the strong hand of 
the Legislature of Wisconsin, and not by our own folly in allow- 
ing newspapers, agitators, demagogues and communists to 
manage the property instead of the owners or their selected 
agents and trustees. We believe that the “sober second 
thought” of the peopie of Wisconsin and their Legislature will 
mraintain ue. 
Excuse this long communication : the importance of the sub- 
jéct seemed to require it. 
An Eastern Directo’ 


R 
of the Mil. & St. Paul R’y Co. 








Report of the Chicago & Northwestern Railway 
Company. 








‘Tho following is the report in full of Mr. Albert Keep, the 
President : 


The business and operations of the Chicago & Northwestern 
Railway Company for the fiscal year ending on the 31st of May. 
1873, are presented in the following report : 

“The extent of road in operation on the 3lst of May, 1872, not 
including the lines of the Iowa Midland, the Winona & St. 
Peter, and the La Crosse, Trempeleau & Prescott roads, whose 


? 


operations are not embraced in the earnings and expenses of | 
the Chicago & Northwestern, was 1,314.10 miles; the number | 
of miles in operation on the 31st of May, 1873, was 1,459.52, | 


being an increase of 145.42 miles during the last year. 

‘This increase is composed of 20.42 miles of extensions and 
short branches, made necessary to accommodate new mines 
and increased production of iron ore on the Peninsula Division ; 


ot 64.6 miles of new road from Escanaba to Menominee, and .3 | 


of a mile from Menominee to Marinette, which forms the last 


link in the connection of our line of railway between Chicago | 


and Negaunee; of 43.6 miles of the Madison Extension, put 
into operation as the line progressed during the year; of 84 
miles constructed between Tipton and Stanwood, connecting 
with the Iowa Division ; of 3 milesof the extension of the St. 
Charles Branck to the stone quarries in the town of Batavia, on 
the Galena Division, and of 5 miles built to connect the Wis- 
consin and Galena Division tracks just outside of the city 
limits, on the west of the city of Chicago—in all, 145.42 miles of 
new road, of which 108.5 miles are on the main lines, and 36.92 
miles are distributed on the various extensions and branches, 
for the better development and working of the main lines. 

A congiderable portion of the 145.42 miles of increased road 
was not put to use till late in the year, and including the 
Branches to the mines, and the Chicago Cut-off track, whose 
operations gave additional facilities for working the road rather 
than contributed to its earnings, the average number of miles 


rice for the railroad to | 
We have no in- | 
But inasmuch as you seem to | 


in operation may be stated at 1,382.18 or an actual increase of 
68.08 miles for the whole fiscal year. 

Of the above mileage there were, on the 
Lo eee FY 
Galena pis mt 
Iowa “ 359 39 






) 359 ; 
Madison ” 145.75 “ 
Peninsula 122.66 * 
Milwaukee 85.00 * 

| Pitas atone chudrnaaxkoun chiang teceanaxaimed 1,382.18 miles. 


Zhe gross earnings for the year were as follows : 





From passengers.. ...........- $3,509, 702.28 
a ———aae 8,614 260.25 ° 
* ee 237,530.75 
SY Hicsknusnasmassena sacs 205,337.31 
“miscellaneous. ........... 169,776.16 
12,736 606.75 
The operating expenses were (61.05 
Dssndicascéahanecened $7,776,168 13 
MG Apninednatedeskchaccs cosa 369,787.59 
Kerewals and exvenses on ac- 
; count of Chicago fire......... 32,289.99 





—— 8,178,236.71 





| Balance of earnings................... $4,558,370.04 
| Deduct other charges for lhe year, viz: 

| Interest on bonds. ..$1,406,838.01 

Less received for in- 


| terest and exch... 


49,953.21 





1,556,884.80 


| Rent of leased roads, Iowa...... 928,423.09 
For sinking funds............... 88,120.00 

| Dividends on Chicago & Mil 

; Waukee stock................ 1,628.62 


2,371,456.51 
Net earnings for the year.............. $2,183,913.53 
From this awount, dividends of 334 per cent. 
were declared on both the common and 
preferred stocks in Dec:mber last, and a 
| «dividend of 336 per cent. also declared on 
| the preferred for the six months ending 
May 31, 1873, amounting in all to the . 
Paina scanececunguceasseeneneaneosess 2,019,640.00 
Which gives a surplus for the yearof....... $164,273.53 


To this surplus we add the balance of income account on 
Ge EI cnpncecanbenccnncns bceccamuecositesseeee 1,465,694.3! 


And we bave the total Of... ...ciccsccccccccseasesd $1,629,967.84 


to the credit of income account at the close of the fiscal year. 

The gross earnings were $12,736,606.75, against $11,402,161.44 
the previous year,a gain of $1,334,445.31, or 11.70 per cent. 
There was a gain of 11.44 percent. in the number of passengers 
carried, a gain of 11.86 per cent. in the number carried one 
mile, but only a gain of 7.64 per cent. from passenger earnings. 
The average rate received per passenger was $1.41, agaiust $1.47 
the former year, a decrease of 4 08 per cent.; the rate received 
| per passenger per mile was 3.16 cents, against 3.28 the year be- 
| fore, a decrease of 3.66 per cent. 
| The number of tons of freight transported was 2,958,390, 
| against 2,510,016 in the previous year, being a gain of 17.86 per 

cent. in the tons carried, and a gain of “27.35 per cent. in the 
| tons carried one mile, showing increased service in addition to 
| increased tonnage in this department of earnings. The earn- 

ings per ton averaged $2.91 against $3 in the previous year, and 
| were 2.35 cents per ton per mile, against 2.61 for the preced- 
|ing year. The total gain in earnings from freight was 14.53 per 
| cent., or 12.82 per cent. less than the gain iu tonnage carried 
| one mile, while the decreased rates per ton per mile were nearly 
10 per cent. (09.96), as compared with the previous year. 

Combining the entire service for passengers and freight, the 
result shows that, compared with the preceding year, there 
was an increase in the aggregate number of passengers and tons 
carried of 14.85 per cent.,and an increase per passenger and per 
ton carried one mile of 23.38 per cent.; while on the revenue side 
of the account there is a decrease in earnings from both sources, 
per passenger and per ton, of 2.19 per cent., and a decrease in 
the average earnings per passenger and per ton per mile of 8.96 
per cent. on the entire traffic of the year. 

This increase of service against lower rates of compensation 
has shown its result, in combination with other causes, in in- 
creased cost of operating. The large sum of $133,941.92 was 
paid for increased taxes, which is over 10 per cent. of the entire 
| increase of earnings for the year. Owing tothe riyors of the 
last winter, lerge expenses were necessarily incurred in main- 
taining the track and rolling stock, as will more fully be seen 
by reference to the report of the General Manager on the oper- 
| ations of the road, appended to this report. 

The operating expenses were $8,776,168.13, equal to 61.05 per 
cent. of the gross earnings, against 56.68 per cent. in the pre- 
vious year ; and includiag increased taxes and renewals on ac- 
count of the Chicago fire, they were $8,178,236.71 or 64.21 per 
| per cent., against 59.72 per cent. for the a year. 
| The net earnings, after deducting all charges against the 
| property for operating expenses, taxes, renewals, rent of Iowa 
| fee roads, sinking funds, dividends on Chicago & Milwaukee 
| Railway stock and interest on the bonded debt, amount to 
| $2,183,913.53 for the year, und are $434,410.25 less than the 
| amount for the previous year. The difference, resolved into 

specific items, shows that $284,890.46 accrued from interest on 
| increased bonded debt ; $43,000 on account of sinking funds: 
| $71,812.67 on account of rentals for increased business on Iowa 
leased roads ; $941.62 on account of Chicago & Milwaukee stock 
dividends, and the balance, $33,765.50, is the excess of gain of 
expenses over the gain of earnings for the year. 
The item of interest paid on increased bonded debt is dispro- 
| portionate to the revenue derived from the new miles of road 
' added during the year from the unfinished works of the com- 
| pany, as these works, when completed as main lines, will in- 
| crease their traffic and greatly augment the earnings of the 








| future. 
| CAPITAL STOCK. 


The common stock has been increased $100, for stock issued 

in exchange of Beloit & Madison Railroad stock, and $182,000 
issued in exchange for Peninsula Railroad bonds converted, 
making $182,100 issued (less $60 of common stock scrip can- 
| celed), or a total increase of $182,040 of common stock. 
The preferred stock has been increased $182,000 for Peninsula 
| bonds converted, and $234,400 in exchange for the same amount 
of Chicago & Milwaukee Railway stock. Total increase, $416,400 
of preferred stock. 


BONDED DEBT. 


During the year the amount of $419,000 of consolidated sink- 
ing-fund currency bonds and $9,000 of Chicago & Milwaukee 
Railway Company consolidated bonds have been issued, in ex- 
change for the same amount of Appleton Extension, Green Bay 
| Extension, funded coupon, Galena & Chicago, Elgin & State 
| Line, Peninsula, Beloit & Madison, and old Chicago & Milwau- 
kee and Milwaukee & Chicago Railroad bonds taken up and 
cacceled during the same period (excepting a $500 general first- 
mortgage bond, which was canceled in 1871), making the total 
amount of curreucy bonds outstanding at the close of the year 
the same as at its beginning, save the increase of $500 for the 
| bond canceled in 1871, for which no issue had before been 
maae. 

The total amount of currency bonds outstanding at the end 
| of the year, including Chicago & Milwaukee and Beloit & Mad- 

ison bonds, was $14,624,500, the description of which will be 
| found in general balance sheet printed with this report, 


' The issue of gold bonds, stated in the last annual re- 





port, for the purpose of constructing the extension 
from Fort Howard to Escanaba, 114 miles, and the 
Madison Extension, about 129 miles, amounted to.... 
To which should now be added, the issue during the 
last year of the new concolidated gold bonds of the 
company, amounting to 


$5,850,000 00 


4,534,000 00 


Making a total of gold bonds of ses eeeeceees+ $10,384,000 00 
The property of the company, included in the foregoing state- 
ment of affairs, is represonted by 
Common stock and scrip................- $14,993,020 40 

















Preferred stock and scrip wee+ 21,484,063 42 
$36,477,083 82 

eee, Mig SE eee $14.624,500 00 

EIN. SagltsGacvascccndoctsnuesdsoaer 10,384,000 00 
—_——_——— 25,008,500 00 
Burplusiel Income HOOOUME. ......cocssscsccsccccsccoscses 1,629,967 84 
INA sa innit a anda sib wanen se mken oman oee $63,115,551 66 

For which there is the cost of the railroad and. equip- 
ment at consolidation in 1864................cececeee 39,979,262 62 
New construction and equipment since that time...... 22,106,835 98 

Balance of sundry accouuts. ...........2. cee seccccees 299,79 
SPN Sk occcceas badncsecstseecevedtscw scvobebe 729,657 70 
Wins tosh thas neue tease aken ko dneuschaakeaen $63,115,551 66 
CONSTRUCTION. 


Exclusive of construction expenditures on account of other 
railways Which are owned amd controlled by this company, the 
amounts expended for construction purposes and for the equip- 
ment of the Chicago & Northwestern during the past year, have 
been as follows : 

For the extension from Fort Howard to Escanaba (now in 
operation), including new ore dock at Escanaba, $1,555,254.24 ; 
for extensions to iron ore mines on Peninsula Division, $149,- 
861.84; for extension to Breen Mine, $10,472.64; for changing 
main line, Syene to Madison, $20,830.96; for account of the 
Madison Extension (now nearly completed), $1,554,614.48 ; for 
St. Charles Branch, $1,042,75; for Batavia Branch, $66,764.94 ; 
for right of way and depot grounds, $3,286.94 ; for construction 
of new buildings, $54,867.85; for construction telegraph, 
$84.75 ; for renewals with steel rai's, being the difference in 
cost between iron and steel, to repiace the former, $48,087.92 ; 
for new side tracks, $142,225.58 ; for balance due on Baines rolls 
for repairing rails, $31,397.75; for new cut-off branch road, 
near Chicago (completed), $162,333.19; for Clark Street Via- 
duct, Chicago, $16,458.55; for Canal Street Viaduct, Chicago, 
$3,677.17 (less $13,603.40, received from other companies on ac- 
count of tracks and viaductsin Chicago) ; for account new shop 
grounds, new engine house and new repair shops near Chicago, 
$152,134.65 ; for new building for general offices in Chicago, 
$13,500; for discount on securities provided for construction 
purposes, $472,795.92; for new engines, $416,742.57 ; tor new 
iron-ore cars, $329,592.25; for new passenger, baggage, mail, 
freight and working cars and car equipment, $690,929.14; mak- 
ing the amount of $4,446,116.72 expended for construction, and 
$1,437,263.96 for equipment. Total, $5,833,380.68. 

‘To provide for these outlays, and to ———* and equip the 
railroads connected with our system and belonging to tue com- 
pany, mention of which will be made in subsequent pages of 
this report, and to put the property in a condition of highest 
efficiency for economical and successful operation—now made 
imperative in view of the largely increased traffic on its older 
liaes—by the substitution of steel rails for iron, and by con- 
structing iron and stone bridges as fast as such renewals can 
properly be made ; and to provide new machine chops, of sufti- 
cient capacity to enable the company to combine and consoli- 
date its present old, inadequate, outgrown and expensive shops 
at Chicago, and to supply requisite housing for its largely in- 
creased locomotive equipment, and for — improvements 
of this character, the company concluded, in November last, to 
create a new mortgage on all its railroads, equipment, fran- 
chises, leaseholds, land-grant lands, and ail other property— 
subject to existing liens—of sufficient amount not only to pro- 
vide means for the above purposes, but also to embrace _provi- 
sions for the ultimate consolidation of its entire bonded debt, 
and the bonded debt of the other railroads owned and controlled 
by this company, now existing under separate organizations, 
whenever the said railroads shall become consolidated with the 
Chicago & Northwestern Railway Company. Tothis end a new 
mortgage was created, with the Union Trust Company of New 
York as Trustee, authorizing the issue of $48,000,000 of seven 
per cent. consolidated gold bonds, running thirty years from 
the first day of December, 1872, in registered or coupon form, 
at the option of the purchaser, with interest payable in gold at 
the office of the company in the city of New York, on the first 
of June and December in each year, and a sinking fund after 
the first year established of one per cent. on the amount out- 
standing in each and every year thereafter. Of this issue the 
amount of $18,749,500 of the bonds is reserved, and can only be 
issued at the option of the company, for and in place of the like 
amount of other issues of bonds which constituted at that date 
all of the outstanding bonded debt of this company, and of the 
companies embraced in the consolidation, as specified in said 
mortgage ; and there is also reserved in said mortgage the fur-, 
ther amount of $16 ,599,500 of bonds to provide, in hike manner 
for the retirement and exchange of the bonds of fother compa- 
nies for which this company is liable, by ownership and con- 
trol of the roads, viz.: of $1,724,500 of Chicago & Milwaukee 
Railroad line currency bonds ; of $1,350,000 of the bonds of the 
Iowa Midland Railioad Company ; $1,000,000 bonds of the La 
Crosse, Trempeleau & Prescott Rail.oad Company; $9,025,000 of 
bonds of the Winona & St. Peter Railroad Company, :ni 
$3,500,000 of the bonds of Northwestern Union Railway Com- 
pany, upon consolidation of these companies respectively with 
the Chicago & Northwestern Railway Company. All of which 
reservations are specifically sct forth in the mortgage. The 
total amount so to be reserved is $35,349,000, and the residue, 
to wit, $12,651,000, is authorized to be issued for the uses of 
the company. As before stated in the description of the 
bonded debt, $4,534,000 of these bonds were sold during the 
last fiscal year. 

-The important works of construction in which this company 
is interested are bappily rapidly approaching completion, and 
by the first of October next, or sooner, the entire line of the 
Madison Extension, and of the Northwestern Union Railway, 
between Milwaukee and Fond du Lac, and of the Winona 
& St. Peter Railroad Company, will be in successful operation. 
Trains have been running regularly over the extension be- 
tween Fort Howard and Escanaba since last December, and the 
result of the traffic fully justifies the anticipations of that enter- 
prise ; the steamboats, which before were necessary to connect 
the line between these points by navigation of Green Bay, have 
since been sold. 

Besides these outlays for the Chicago & Northwestern, the 
further sum of $4,578,773.33 has been expended during the year 
for construction on other lines, which are embraced in the sys- 
tem of roads operated by this company, and included in tho 
provisions of the general consolidated mortgage last created, 
to wit: For construction of the extension of the Winona & St. 
Peter Railroad to the Minnesota State line, $1,979,930.20 ; for 
the same in Dakota, $193,992.01; for the Mankato Branch, 
$4,812.16; for account of the Mississippi River Bridge at 
Winona, $3,291.97; for the La Crosse, Trempeleau & Prescott 
Railway, $7,979.69; for the Stanwood & Tipton Branch, $144,- 
482.47 ; for the State Line & Union road to Geneva Lake, $2,- 
495.11; for the Iowa Midland, $28,509.25, and on account of the 
Northwestern Union Railway, between Milwaukee and Fond du 
Lac, including extensive and valuable depot grounds in Mil- 
waukee, $2,213,280.47. 





The aggregate sum expended by all these corporations dur- 
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ing the year, for construction and equipment purposes 
amounts to $10,462,154 Ol, apportioned as follows : F 
Chicago & Nor: hwestern Company: 

PRE A cvilcndeaes guaamienen -o6i $4,446,116 72 

Equipment 1,347,263 96 


5,883,380 68 
Winona & St. P-ter Railroad Company 2,173 922 21 


Winona, Mankato & New U m Company 








4,812 16 
Lu Crosse, ‘l'rempeleau & Prescott Railroad Compa 11,271 638 
stanwoud & Tipton Company........ccscccce scccccce 144.482 47 
Jowa Midland Railroad Company... ..............eeee0s 28,509 25 
State Line & Un:on Railroad Company................ 2,495 IL 
Northwestern Union Riilway Company..............0- 2 213,280 47 


Ou some accounts, the last year may be regarded as excep- 
tional to any that has preceded or that will follow it, in com- 
pleting or bringing to an epproximate close many large and 
important works of construction that could not be postponed 
without loss, especially in respect to the land-grant roads. 

The total quantity of land secured to the entire line north of 
fort Howard, by completion of the extension of last year, is 
computed at a little more than 1,000,000 acres. Many of these 
lauds are well timbered, and it is not uoreasonable to suppose 
that some may contain valuable deposits of iron ore. Steps 
are being taken to examiue and ascertain their value, which 
will constantly appreciate and add to the worth of the com- 
pany’s property. ; 

Various improvements on all the lines of the company, anda 
further increase of equipment, which was indispensable to the 
business, have been supplied, and are menticned in the Gen- 
eral Manager’s report. Ample ground, lying just west of Chi- 
cago city hmits, has been acquired for new engine house, 
machine and car shops, and buildings for a large part of these 
works are far advanced. 

Of the lines under construction, owned by this company, the 
Winona & St. Peter was a land-grant road, and the time for its 
completion expired on the 3d of March last. This road would 
have been finished lust fall but for the early winter which set in 
in November and made /urther progress impossible. An exten- 
sion of six months’ time was granted by Congress, and the line 
will be ful:y completed within that period. The quantity of land 
which will be obtained for the extensions made since tLe list 
purchase of the road in 1867 is estimated at upward of 1,200,00) 
acies. The land is of the best quality to be found in either 
Minsesota or Dakota, and with great quantities of goverament 
land on the alternate sections, now tor the first time opened 
up to settlement, will attract early occupation and improve- 
ment. It will be the policy of the company to eucourage actual 
settlers, and to build up traffic for the railroad, by the sale of 
lands at low prices, aud by minimum rates for transportation. 

Tue only other work of large proportions wiich had been 
undertaken in the interests of this company was the Fond du 
Lac Division of the Northwestern Union Railway. This line, 
of 62 7-10 miles, was put under contract, from Milwaukee to 
Fond du Lac, last summer, is nearly completed, and will be in 
readiness for the fall traftic. 

The necessity for this line to protect our business north of 
Fond da Lac trom the effect of the competition of new roads 
on shorter lines to Milwaukee : nd Chicago was none too svon 
seen and provided for. With ths connection, a new route for 
all that region is opened to Milwaukee, a fine local business 
insured, and by the use of this line and of our Chicago & 
Milwaukee road, a shorter route by at least 29 miles is made 
for all the Chicago business. 

The original conception of the Northwestern Union Railway 
to provide this line and the branch between Milwaukee an 
Lodi, has only been partially realized. 

Great encouragement was had from some of the most sub- 
stantial citizens in active businese in Milwaukee that material 
aid would be gladly rendered to put the enterprise on its feet, 
but subsequent experience proved the error of this view, and 
that portion of the road extending to Fund du Lac‘has been 
built at great expense for necessary depot grounds and right 
of way in Milwaukee, and at a cost of over $2,200,000, with- 
out equipment. These enormous outlays, except in the most 
imperative cases for the protection of the property, cannot be 
afforded, and however disappointed the company may be in not 
bringing its Madison Extension line and the La Crosse, Trem- 
peleau & Prescott and Winona & St. Peter roads, with their 
valuable trade and products, in direct communication with 
Milwaukee by the Lodi line, it has saved the expenditure of its 
construction at a time when the importance of other enter- 
prises demanded the best efforts of the company. 


GENERAL OPERATIONS. 

The earnings and expenses of the several roads owned by 
this company whose business is not juciuded in the earnings 
aud expenses of the Chicago & Northwestern Railway Com- 
pany are as follows, for the year ending May 31, 1873: 

Winemn Gb Pei inccccccccesicce cqueccam 3718,9'4 98 


Li Crosse, Tremozleau & Presvott......... 239,551 59 
Winona, Mankato & New Ulm............ 4.690 65 
NG Ts onc c0tescdnwsicensscccnsnenne 84,781 16 


—-——_ $1,038,947 98 
The'r operating expenses and taxes wer~..$7438,842 55 
Tueir interest on bunds. ..... ....ccc....00 GU5,392 45 

——— 1,354,235 01 
showing a deficiency of $315,287.03 in the operating of these 
roads for the year. 

The earnings of the Winona & St. Peter give no fair criterion 
of the results which may be expected when the waole of that 
road shall be fiuished and connected with our main lines by 
the comp etion of the Madison Extension. Its business is now 
rapidly increasing, the month of June, since the close of the 
last fiscal year, showing gross earnings of $117,700, against 
$63,400 for the same month in 1872. A iarge increase is antici- 
pated for the entire year. 

The La Crosse, Trempeleau & Prescott is self-sustaining, and 
affords a margin of profit for repayment of the advances made 
to it by this company. The Winoaa, Mankato & New Uim isa 
short branch to Mankato, whose business can never be very re- 
munerative ia competition with other lines at Mankato; but 
the traffic it contributes as a feeder to the Winona & St. 
Peter is of more account tian its own looal earnings. 

The [owas Midland has not proved profitable as a local line, 
and the benefits it confers as a feeder to the Fulton Air Line 
at Clinton can only be estimated by the increase of traffic 
which it furnishes to and from Chicago on the Galena Division. 
Full balance sheets of all these roads, as combined in their ac- 
counts with the Chicago & Northwestera Company—which 
stood at $1,629,967.84 at the close of the last fiscal year—there 
will st ll remain a clear balance of incoms, over and above the 
total deficiencies of all the combined roads, of $764,264.91, on 
the 31st of May last. 

It is bel:eved that the time is not far off when these roads, 
taken together, wul prove selt-sustaining and valuable feeders 
to our trunk lives, and become profitable in their net results, 
aside from the value of the lands which, by the construction of 
the Winona & St. Peter road, are secured to that company. 

A contract has been entered into with the Green Bay & Lake 
Pepiu Railway Company, whose road extends from Green Ba: 
west about 200 miles entirely across the State of Wisconsin, for 
the use of a portion of the La Crosse, Trempeleau & Pres: ott 
ltailway and the Mississippi River Bridge for the western ter- 
miu; of ths road to reach the city of Winona. This arrange- 
meut will bring the large lumber regions traversed by the 
Green Bay & Like Pepin road in easy communication with the 
prairies of Minnesota and Dakota, and willfurnish to the 
larmer a Choice of markets for his grain at either of the three 
principal grain ports of Lake Micuigan—Chicago, Milwaukee 


or Green Bay—by the moat direct and shortest routes of trans- 
portation. 


The general condition of the entire property has been im- 
proved by the addition of facilities afforded by new construc- 
tion and equipment, and by the renewals and repairs put upon 
the road during the last year. The greatest economy of oper- 
ations is, however, attainable only by the substitution of steel 
rails on all our main lines, where the traffic 1s heavy, and where 
the destruction of iron reaches its maximum at great cost to 
the company. The first important step has been taken, and 
ten thousand tons of steel rails have been ordered, which will 
be laid down as fast as they can be delivered during the next 
ensuing few months. Constant ress must be made in this 
direction until the entire track shall be renewed with steel. 
Thie, with sufficient equipment, will constitute the chief want 
of the company hereafter for the movement of the large traffic 
which will press upon the road, when all its three trunk lines 
shall become connected and continuous as great thoroughfares 
of commerce. 

Already the indications of increased business, which could 
only compensate for the large expenditures of capital for the 
last three years are encouraging. Since the close of the fiscal 
year embraced in this report, the returns show a gain of more 
than 52 per cent. for the month of June in the earnings of the 
Winona & St. Peter, La Crosse, Trempeleau & Prescott and 
Iowa Midland roads, 

Ind pendent of these, the earniags of the Chicago & 

Northwestern for the month ot Juce, 1873, were...... $1 309,578 57 


I GR, GO 60000 b.hs0dssncctencsecoedivsscsosnes 1,070,459 86 

NRE ino acssneens, sucsennce binekensben sank coos $239,118 71 
Equal to 22.34 per cent. 

Dar Salp Che CATMINGS WOOD. 2.0.2 ccccccocscccsscccssesess $1,249 987 76 


Against July, 1872 





1,029,957 73 
Being a gain of $211,030 08 
Equal to 204 per cent. 


For important information concerning the. operations and 
works of the com pony during the past year, reference is made 
to the report of the General Manager, attached hereto. 

The general balance sheets, income accouuts and statistical 
tables are also appended, and following them are general bal- 
ance sheets aud statements, which embrace the Chicago & 
Northwestern, with ali its combined system of roads. 

The President aud Board of Directors have pleasure in ac- 
knowledging the valuable services of the mauagement, and of 
the various heads of departments and their assistants, and to 
express their thanks for the faithful and able manner iu which 
they have discharged the arduous and responsible duties in- 
trusted to their care, and for the success that has followed 
their efforts during the past . ear. 


GENERAL MANAGER’S REPORT. 
We condense below the report of the General Manager, Mr. 
James H. Howe, adding detailed receipts of 1871-72 : 


The gross earnings, amounting to $12,736,606.75, were derived 
from the following sources : 


see eee eeeeeee eee 


1872-73. 1871-72 
From first-class passengers ............. $2,931,805 03 $2.794.191 70 
*  eecoud-cluss passengera......... 293.905 60 216.424 60 
OF inka sasdrciowsscn. 0 ssa 85.033 10 61,127 52 
SE cane. 500s00d000s0008 192,952 55 185.910 24 
9 bin io ensencebenconceaciane 8,511,471 47 7,442,916 oo 
“transportation of milk........... 102.788 78 78,359 c0 
o yr * express matter, 237.530 75 232 4¢4 16 
224 wed * MEE concee co 205 337 3t 203.8 2 17 
“a rad “ extra baggag”.. 14,58) 66 15 118 68 
** miscellaneous sources............ 155,195 50 163,767 23 





Total. ....ccscceeceee coos oe on Gl2,7,6,6U6 75 $11,402,161 44 
The operating expenses were $7,776,168.13, or 61.95 per cent., 
andtiv same, including taxes and expenses incurred for re- 
newals on account of the Chicago fire, during the year, were 
$8.175,236.71, or 64.21 per cent. 

‘Tue increase in the percentage of operating expenses, aa 
compared with the previous fiscal year, is 4.49 per cent. This 
is chiefly attributable to three causes : 

First. ‘Tne uvusual severity of the winter, causing an 
increase in the cost of repairs of track, engines, tenders and 
cars. ‘he proportions which these items of expense bore to 


whole earnings for each of the fiscal years of 1871-2 and 1872-3 
are as follows : 


1871-2. 1872-3, Ine 
4.21 5.34 1.13 


Hee eee eee eeeeee 


eccecccece coccccccces 9.22 1.96 
12.69 1.24 
making the per centage of increase of these items 4 33 per cent. 
of the entire earnings, or nearly the entire increase in operating 
expenses. 

Second. The necessary employment of a large amount of 
roliing stock in the several coustruction works of the company, 
averagiug about tifteen engines and 325 cars, whose service to 
the company returned no protit of revenue, and only enough to 
maintain the same in good repair. 

Third. To the decrease in earnings per mile per passenger 
apd per ton of freight. Tne earnings per passenger per mile 
fer each year are : 


BITING. on ncncccecncesonvssardesdwomescenneresatissesees 3.28 cents. 
DPR Eicknintnics, 100: H0sssebesindenneeessentsons+esune 3.16 cents. 


making an actual decrease per passenger per mile of 3.66 per 
cent. 

Had we received the samo rate per passenger per mile for the 
last as for the previous year, our passenger earnings would 
have shown a further increase of $128,455 10. 

The earnings per ton per mile of freight for each year were : 
WES TFTA... ccccccscesspocscossccccccasnocccescsee coeses 2.61 cents. 
Pr 1872-3.....0.20.cccccccccse coccccccsccccccescccscoccccs 2.35 cents. 
making a2 actual decrease of 9.96 per cent. ‘ 

Had we traneported me ye at the same rate per ton per mile, 

our freight caruings would have shown a further increase of 
$857,980.32. 
Tne percentage of operating expenses would then have been 
reduced t» 55.57 per cent. from this cause alone, showing that, 
notwithstaudiuy the extraordinary expenses before enumerated, 
the business of the company has, relatively to the rates re- 
ceived for transportation, been more economicaliy conducted 
during the past than during the previous year. 7 

The taxes charged upor and paid by the company were in- 
creased $133,941.92. Of this large increase $47,967.27 was in 
the State of Lowa alone. A change in the method of taxation 
in that State went into effect durivg the last fiscal year, result- 
ing in the increase above stated. 

“The company replaced the three freight depots of the Galena 
Division, at East Chicago, destoyed by the fire of 1871, with 
substantial brick structures, and have them in use. ‘Two large 
elevators have been completed for the use of the company of 
larger capacity than those — one of which is upon the 
company's laud, and which they have a right to purchase at an 
appraised valuation. : 

The following new equipment has been purchased or built 
during the year and is now in use upon the road : 

32 engines and tenders, complete; 8 first-class coaches ; 4 
mail cars ; 2 caboose and way cars; 11 boarding cars; 621 box 
(freight) cars ; 50 flat cars ; 49 stock cars; 834 iron ore cars ; 
and 1 pile-driviug car. The cost of this equipment was $1,337,- 
532.97, to which should be added, for Westinghouse air brake 
on locomotives, $23,875.53, and on cars $23,876.90, ard for Miller 
platform $47,728.56, which (less $750 for one flat car sold) 
makes the total fur new equipment, $1.4'-7,263.96. 

The entire equipment of the company, on the 3ist of May 
last, was as follows : 








Locomotive Engines.—First class, 219; second class, 29; 


switching engines, 53; total, 301. Of these, 142 are coal burn- 
ers and 159 wood burners. 

Car E ,uipment.—Firet-class passenger cars, 131; second~ 
class passenger cars, 27; baggage and express cars, 65; mail 
cars, 15; paymasters’ cars acd directors’ aud offisers’ business 
cars, 4: caboose and way care, 125; boarding cars fur men, 18; 
box freight cars, 4,151; platform cars, 1,009; stock cars, 386; 
dump cars for road work, 25 ; iron ore cars, 1,955 ; pile-driving, 
wrecking, ¢ts., cars, 11. Total, 7,922 cars. 

For the Winona & St. Peter Railroad there has been pur- 
chased, during the year, 7 locomotive engines and 197 box 
freight cars, making the whole equipment of that road now in 
use as follows : 

Locomotive engines, 25; first-clacs passenger cara, 7; bag- 
gage, mail and express cars, 3; box freight cars, 993 ; platform 
cars, 133. Total number of cars, 1,136. 

The following items of expenditure are given: 


Repairs of engines and tenders...............+000 ceeeees $383 7353 52 
Repairs of too's and machinery 


ES TE eee 27,170.03 
CTS, ent asel ccbtend ohbsees -bb006k0nnnee de> 291.394.76 
Repairs and renewals of rails..... besnoecdewrees céonsedeses 626 269 U7 
TIN 055.050.4001 seeshecnsonns’ 200 cepesessabeos 274 31.98 
ETS ncn buss pibecsccepsededesabieiesedchseay 103 53» 43 
SID 5.0 0n5-04:505,0008..c00b0enbs wens bibeenenads 45.136 1 
Repairs of fecces, gates and crossing¢...............00.005 63,636 96 
Repairs of bridges and cu:verts...........cccsccccceccseces 116.044 57 
Repairs of buildings....................06 660066608 baséoees 81,364 43 

Wicks icsckaccecsccscapnteieccss& ‘ataeatccend $1,928.187.61 


The renewals of track were equal to 182 miles and 3) feet of 
new track, or 13.46 per cent. of the average mileage of the year. 
These enumerated items constitute 24 79 per cent. of the cost 
of operating, and are $321,834.03 greater than the amouut ex- 
pend d for similar improvements during the precediuy year. 
Luis excess is 4.13 per cent. of the total expenses, and affords, 
with the large increase in taxes, a further explanation of the 
re‘ative increase in the cost of oper sting for the last year, as 
compared with the year ending May 31, 1872. 
The mileage of engines, during ths year, has been for pis- 
senger service, 2,041,28£ miles ; for freight, 3,427,559 ; for wood, 
89,639 ; for gravel, 306,438; aud for switchiug, 1,633,175; total, 
7,553,086 miles. 
Tue expease for fuel was $1,034 265, and at the rate of 11.69 
cents per mile run by locomotives, against 10.85 the previous 
year. 
The experience of this company for a term of years show, 
that the general aud inevitable tendency of its operations is tu 
lower ratee of compensation for all clisses of service, and that 
the receipts of the company are to be sustiined or increased 
only by swelling the volume of traffi: and muitiplying the 
sources of businese. These conditions involve continued out- 
lays on capital account for additio:al equipment, station ac- 
commodation and other facilities, as weil as vall fur the early 
renewal of t1e ma‘n linesot the company in steel, to insure per- 
manent economy of operations. 
The following table marks the changes of the list seven 
years, and shows the declive in prices during that period : 


Earnings ny pase’r Eu:rnings per ton 


per mile, of ireight p. mile. 
cents, c nts. 

For year ending May 31, 1867.......... 393 343 

= + 5 1863.....-.00. 402 313 

= - - BORD .ccccccce - _— 

- ” - a 3.09 

ve " » i re 287 

en ss mai BOD. cevceee ¢ 3 23 261 

= ” se 1573 3.16 2.35 


which are 20 per cent decline on passenger rates, and $2 per 
cent on freight since 1867. Comparatively, these diff-rene 6 
concede over $4,900,000, on the large business of the last year, 
whereof the public reaped the benefit. 
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Business Since the Panic. 

Business is gradually reviving on all the roads centering in 
this city, though it does not yet begin to equal the volume 
which existed just antecedent to the money and stuck panic, 
The transportation of stock is resumed to a considerable ex- 
tent, and money for payment of freight is much more easily ob- 
tained. Most of the railroad companies are making contracts 
with stock shippers which involve the return free of as mapy 


persons as are necessary to go along to take care of the 
avimals. 


Freight Olass‘fication. 
A meeting of freight agents has been called to consider the 
remcdeling and classification of Western freight, to adapt the 


schedules of the Chicago roads to those adopted by the roads 
centering in St. Louis. 


Chicago, Danville & Vincennes. 
Tois company has perfected a new coal tariff, and busines 


is being transacted upon it. It is considerably lower than the 
old one. 


Illinois Central. 

Superintendent Mitchell, of this railroad company, bas gen- 
erously offered to transport free from this city to Cairo all con- 
tributions sent to the afflicted people of Memphis, and all 
nurses sent by benevolent societ.es or by corporations to that 
place. 


New Railroads. 


October 9 is set as a day for a meeting of the friends of the 
Chicago & South Atlantic Railroad at the Palmer House in this 
city. 


Lake Shore & Michigan Southern. 

Two drawing-room coaches are now being built in the shops 
of this company at Adrian for Gates’ Palace Car“Line. They 
will ran on the Lake Shore route. 

The company is building at their Buffalo shops 500 new 
freight cars for the Red Line. 

Empty Oars. ; 

Judge Beckwith, Solicitor of the Chicago & Alton Railroad 
Company, has drawn up the figures showing how much of ths 
expense of railroad compauies is absorbed in hauling empty 
cars. The figures show that for the year ending December 31 
1872, the Chicago & Alton Company hauled cars empty an 
loaded 31,982,440 miles. Of these, 24,425,865 miles were trav- 
eled by loaded cars and 7,556,575 by empty cars. Of the loaded 
cars it is estimated that at least one-thiid were not more than 
half loaded. 


Railroad Legislation. 

Already tbere isa good dealof talk as to what legislation 
should be demanded in Illinois next wioter for the more per- 
fect regulation of the railroads. One of the most prominent 
members of the Board of Railroad Commissiouers admitted last 
week, to a railroad official, that he believed there ws littie foun- 
dation in the cry that the railroad companies were engag a 
in unjust discriminations. There are so many varying cireum- 
stances connected with the levying of disciiminative rates that 
itis found to be exceedingly difficult to show that they are un- 
reasonable. The only rema ning question is, whether the 
rates of transportatiou are too high or not, and future legisla- 
tion promises to be directed toward the regulat. 2 or red 





of rates. 
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Removals.—The Chicago office of the RatLRoaD GazertE has been 
removed to No. 7% Jackson street, opposite Third avenue. 

The New York office of the Rattroap GazeETTE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 








Oorr d We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 

Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc.; but when engravings are necessary 
the inventor must supply them. 

Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay tidsraliy for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 


Advertisements.— We wish it distinctiy understood that we wil 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but tt iz useless to ask us to recom- 


mend them editorially, either for money or in consideration of adver- 


tising patronage. 





WARMING RAILROAD CARS. e 








Premonitory frosts and ‘‘sere and yellow leaves’ fore- 


warn railroad managers that, if provision is not already 


made for warming cars, it must receive immediate at- 
tention. The difficulties in the way of doing this satis- 
factorily present themselves year after year at this sea- 
son, and in most cases are provided for in a manner 
which only partly fulfills the conditions which are req ui- 
site to make cars comfortable, healthful and secure 
against danger from fire. No method or system of warm- 
ing will do this unless, first, it provides a sufficient and 
uniform degree of warmth; second, it supplies from five 
to ten cubic feet of fresh, warmed, saturated air per 
minute to each car; third, the stoves are constructed of 
such material that there will be no danger of scattering 
fire in case of accident. 

With regard to the first stipulation, it must be ob- 
served that its force lies in the adjectives sufficiznt and 
uniform. There is no trouble with almost any method 
of warming now in use to secure a temperature even 
much above what is comfortable. The difficulty is that 
it is first too warm and then too cold, and that the air at 
the floor widl be icy cold and at the roof at fever heat, 
so that passengers must stand on their heads if they 
want to get their bodies in the proper relation to the 
temperature. Then, again, the persons who have the 
care of the fires will first heat the stoves.red-hot, and 
then let the fires go almost out, so that passengers are 
first chilled and then subjected to a mild process of bak- 
ing. Let no rash reformer assume that this evil can 
easily be corrected by the modern panacea for all the 
ills of life, education. The supply of ignorant brakemen 
is perennial. Many of them are not only mentally 
obtuse, but they are without the moral inclination to do 
their duty, excepting under compulsion. Besides this, 
there is among those whose minds are dull and who are 
physically obtuse a sort of brutal unconsciousness of the 
efiects of high temperatures, especially in cold weather. 
All have noticed that a dog in winter will lie under a 
stove until there is danger of his being scorched, and 
negroes will bask in the hot sun and apparently enjoy 
what would be dangerous to many whites. So those who 
are much exposed to cold, and, perhaps, insufficiently 


‘ 





clothed and fed, seem to regard heat as a a loxur. 'y and take 
pleasure in absorbing as much of it as possible, 
just as a street gamin will eat himself sick of 
sweetmeats if he has the opportunity. Many brakemen, 
and especially colored porters of sleeping cars, seem to 
have this sort of animal love of warmth, and their dis- 
crimivation of degrees of temperature seems to be moved 
only by the sense of positive pain which heat and cold 
impart, and they are apparently without, or unconscious 
of, any of those sensations from which others suffer from 
a degree of warmth or cold much above or below what 
causes acute pain. It is, therefore, quite impossible, 
without very strict discipline, to oblige such persons to 
regulate the temperature in cars of which they have the 
care. It would seem that it would be possible to devise 
some method of regulating the temperature automatical 
ly. We remember seeing somewhere, on an ordinary 
stove, a regulator which opened and closed the draft open- 
ing. It consisted of a red three or four feet long, which 
was expanded by the heat, and thus closed a valve which 
regulated the supply of air to the fire. When 
the stove cooled down, the reverse process took place. 
Now in a car an iron rod 40 feet long could be used. 
The expansion and contraction of such a rod due to a 
variation of temperature from 50 to 90 degrees would be 
over an eighth of an inch. This movement could easily 
be increased by levers, so a3 to operate ventilators at the 
ends of a car, so that when it became too hot the venti- 
lators would be opened, and when it cooled down they 
would be clozed.. We offer the suggestion to any one 
who chooses to put it in practice. 

There is of course a great diversity among passengers 
regarding the degree of warmth demanded. The old 
and feeble usually wantit warm ; the young and robust 
require less heat. It is, of course, impossible to suit all 
these tastes. We have heretoiore called attention to the 
importance of providing thermometers for cars. If they 
were supplied with a tell-tale index, which would show 
the highest temperature indicated during any given time, 
it would enable those whosuperinte..d the care of cars 
to know bow hot their subordinates allow the tempera- 
ture to become. At present there are no means of know- 
ing. A thermometer would also give the attendant a 
guide by which to regulate the warmth. By simply placing 
a conspicuous notice under it stating that the temperature 
of the car should be kept at 70 degrees, it would become 
the arbiter between passengers and the person in charge 
of the stoves, and would either justify them in complain- 
ing or be the authority for disregarding their complaints. 
At present it is no unusual thing for some one to com- 
plain to the brakeman that the caris too cold. He im- 
mediately “fires up,” and in a short time it becomes so 
hot as to be hardly endurable. Complaints are then 
made by others that it is too hot. The human nature of 
the fireman then asserts itself by quoting the complaint 
of the first man, disregarding entirely the fact that, since 
it was first made, the temperature has gone up 30 or 40 
degrees. A reference to a thermometer would of course 
settle all such disputes, and probably help to keep the 
temperature of men’s minds, as well as that of the at- 
mosphere in the car, more equable. 


The difference in the temperature at the floor and at 
the ceiling of cars heated with ordinary stoves is also 
very great, often as muchas 40 o1 50 degrees. This is, 
of course, very disagreeable and unwholesome. The two 
methods which obviate this evil are heating with hot 
water and steam pipes located near the floor, or with cur- 
rents of warmed air delivered at the same locality. It 
has also heen proposed to construct a double floor and 
allow warmed air to circulate between the two. This is 
said to be a very ancient method of warming buildings. 
Another plan which partly solves the difficulty is to ex- 
haust the air from the bottom of the car. This removes 
the cold air, which is replaced by that which is warmer. 
This, however, accomplishes the end sought only partly, 
and also has the other disadvantage that it does not re- 
move some of the most deleterious gasses which are ex- 
haled by the human body, and which are lighter than the 
atmosphere, and consequently rise. 

Nearly all the systems of warming cars now in use are, 
however, deficient in the means which they provide for 
supplying the passengers with fresh air. The reason for 
this we believe to be that those who have charge of 
the heating of cars have no very clear ideas regarding 
the subject of ventilation. Most of them understand 
that there must be provision for the escape of the vitiated 
air, but they have not asked themselves how the fresh 
air is to enter to take the place of that which should es- 
cape. Attention has been so distinctly called to this by 
the Car-Builders’ Association that we expect it to receive 
much more consideration hereafter than it has heretofore. 
Hereaftér we believe one of the first questions which will 
and should be asked when any method of warming cars 
is proposed will be, How is the supply of fresh air ad- 
mitted, and will it be uncomfortable to passengers if so 
admitted ? To the latter question it-will not do to reply 





that if the passengers find the current of air which enters 
the car unpleasant they can shut it off. The air should 
be admitted in such away that it will not be neces- 
sary to shut it off in order to be comfortable. We very 
often hear it said that if only the air is exhausted from 
any apartment, enough fresh air will find its way in to 
supply the place of that which escapes. This in the first 
place is not true, and in the second, unless provision is 
made for the admission of fresh air, it will be impossible 
with the ordinary appliances used to exhaust anything 
like the required quantity which is needed for a 
supply. 

It car-builders can only once be induced to ask them- 
Selves distinctly how much air per- passenger is required to 
keep that in a car pure? they will, if they give any 
thought to the subject, see at once that some special pro- 
vision must be made to admit the requisite quantity, no 
matter how much or how little they may conclude to be 
required. If, tor example, we take the minimum quan- 
tity mentioncd in the report on this subject made to the 
last convention of the Master Car-Builders’ Association, 
that is five cubic feet per passenger per minute, it will be 
at once seen that 300 cubic feet of fresh air must enter a 
60-seat passenger car every minute. Furthermore, as it 
will be almost imp ssible to keep the supply uniform, 
that is to admit as much air while standing still as enters 
when the car is ruuning fast, if the average supply is to 
be at the rate named, considerably more than 300 
feet per minute must enter at times, and less at 
others. Now, supposing a somewhat extreme but not 
unusual case, that is, a car filled with passengers and the 
temperature of the atmosphere ouiside at zero, if 300 or 
more feet of air are admitted per minute at an aperture 
with a temperature below zero, there will be danger of 
freezing the passengers who are nearest the point where 
it enters. This cold current of air could, it is true, be 
distributed through a large number of small orifices, but 
even then i: would be a cause of great discomfort to the 
occupants of the car. Obviously, then, if this amount 
of air is admitted, it must first be warmed in some way 
before it enters the car. How to do this is the problem 
to be solved in providing efficient means of warming 
cars. We do not propose here to indicate how this is 
to be done, but only to show the necessity of doing it 
in some way if a car is to be well ventilated as well 
as warmed. The fact is that a great variety of ways 
are available. The air can be warmed by passing it 
around a hot stove, or over steam or hot-water pipes, 
or possibly by admitting at a position such that it would 
impinge against the stove and mingle with the hot air 
around it. If those who provide the means of warming 
cars will only bear in mind that the necessity exists, in cold 
weather as well as warm, of supplying an abundance of 
fresh air, we are are quite certain that they will find some 
efficient way of deing it. 

In warming air there is, however, another condition 
which should receive attention. It is a fact which need 
not be elaborated here, thet warmed air will hold a larger 
amount of moisture in solution than that which is cold. 
If, therefore, cold air is warmed, it will then have a strong 
affinity for all kinds of moisture, and will absorb it from . 
anything it comes in contact with—from furniture, 


causing it to warp and crack; from plants, so 
as to wither and kill them; from the human 
skin and throat, creating that peculiar feverish 


sense of dryness so characteristic of some kinds 
of furnace heat. If, therefore, warmed air is to be ren- 
dered pleasant, it must be saturated with moisture, 
which must be supplied to it and which it will absorb 
only after it is warme . This can be done in several 
ways, either in the ordinary method of evaporating 
water from an open vessel on the stove, or by passing 
the current of warmed air over the surface of water. It 
would seem that a very effective way would be to let 
the water serve two purposes; that is, to purify the air 
from dust and cinders, as is done in the Ruttan system, 
and at the same time let the warmed air absorb as much 
of it as it needs. There are, of course, objections to the 
use of water in cars. It is apt to cause “a sloppy mess;” 
it has a tendency to rot the timbers, is liable to. freeze, 
and is almost sure to be neglected. The first and second 
difficulties we believe to be dependent entirely upon the 
method by which it is applied, and the exercise of a 
little ingenuity ought to remedy it. It can be prevented 
from freezing by the addition of salt, as is done in the 
Baker hot-water heater. The last objection could be 
provided for by placing the water-cooler in such a posi- 
tion that the waste would run down into the reservoir 
for purifying and saturating the air. 'This would insure 
a certain supply, whether sufficient or not could easily 
be determined. 

It should also be remembered that a strong current of 
warmed air, by being too warm, is apt to be unpleasant, 
just as cold air is for the reverse reason. It should there- 
fore be distributed through the car by a great many small 
apertures, so that by their minuteness they will be imper- 
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ceptible. Many different ways of doing this will suggest 
themselves. 

The third condition, mentioned in the beginning of 
this article, which a system of heating should fulfill— 
that of protecting from fire in case of accident—it is per- 
haps impossible to secure absolutely. . The danger can, 
however, be lessened to such a degree as to be practically 
almost entirely eliminated. To do this we will state 
first that any stove in the inside of a car should 
be so constructed and fastened to the car itself 
that the latter might turn over eny number of 
times without danger of the stove’s breaking loose, 
so long as the car remained entire. Many of the 
cast-iron stoves which are used would be shaken to 
pieces by a very slight concussion. The fastenings of 
stoves, or rather the lack of them, in many cars is crim- 
inal. The slightest accident will overturn the stove and 
scatter the fire through the car. This fearful result has 
occurred too often and is so horrible that none of us dare 
even contemplate the details of such catastrophes. 

It seems somewhat remarkable that some good wrought- 
iron stove has not come into general use. It would be 
almost impossible to scatter fire from a stove made of 
good sheet iron and properly secured to the car. 

Security is clamed for the Baker hot-water heater. 
The fire in this is surrounded by acoil of water pipe 
Great precautions are also adopted in the fastenings both 
of the heater itself and of the doors by which fuel is sup- 
plied. 

Another method of securing safety is by placing the 
stove below the car. The only example of this kind in 
use in this country that we know of is the “ Wooten 
Heater,’’ used on the Reading Railroad. This nas a sort 
of warm-air furnace placed below the car. It would be 
difficult to describe it so as to make its construction un- 
derstood without the aid of an engraving. A somewhat 
similar method was exhibited at Vienna and recently 
illustrated in Engineering. This was used on one of the 
Austrian roads, but is hardly applicable to American cars 
without considerable modifications. 

We have reviewed this subject again because it is like- 
ly to receive more attention this winter than it ever has 
before, and because it seems probable that car-builders 
will feel inclined to improve the old methods of warming 
and ventilating. This, we believe, is due to the report 
and discussion of the subject at the last Car-Builders’ 
Convention, which is now in print and has been generally 
distributed among its members. 








THE CHICAGO & NORTHWESTERN REPORT. 





Stated briefly, the condition of this company, its prop- 
erty and its business, for the two years last reported 
(ending with May, 1872 and 1873) is as follows: 

The average mileage owned or worked directly by the 
compary was about 1,252 in the first and 1,352 in the 
second year (the reports give 30 miles more, ccunting the 
double track between Chicago and Turner Junction as 
two roads). This is an increase of 100 miles, or 8 per 
cent., in the average mileage worked. Thetotal mileage 
reported at the close of the two years was 1,284.10 and 
1,429.52 respectively, showing an increase of 145.42 miles, 
or 11 1-6 per cent. within the year. This property is 
represented by $25,008,500 of bonded debt and $36,477,- 
083.82 of common and preferred stock, which is a cap- 
ital account of $44,011.41 per mile of road, each mile 
averaging 0.21 locomotive, 0.17 passenger-train car and 
5.35 freight-train cars. 

The average per mile of road at the close of the year 
was as follows: 
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Tnterest charge (gold reduced to currency at the rate 
of 110) 


Ria ID eI MNES OF 5s hot Naas 1,274 57 
Gross receipts 1872-73 ........---seessegeeccceseececcenece 9,419 31 
Ps nto oo nncnkscccssseedensscbamibebehs bauee 3,371 13 


Net after paying interest, rentals, sinking funds and 
other necessary payments 1,615 10 


The latter amount is properly the earnings of the 
stock per mile of road worked, and 1s at the rate of 6} 
per cent. on both common and preferred, or to 7 per 
cent on the preferred and 53.0n the common, the actual 
payments having been 7 per cent. on preferred and 8} 
per cent. on common. The line across lowa, 353 miles, 
it must be remembered is leased at a rentai of amounting 
to 374 per cent. of the gross earnings of the 81 miles from 
Clinton to Cedar Rapids (which were about $13,050 per 
mile—$1,062,420 in all—for the year reported), and for 
the 272 miles from Cedar Rapids to Council Bluffs $700 
of the first $1,500 of earnings per mile, one-third of the 
next $3,000, and one-fifth of all excess over $4,500 per 
mile. As the rental paid for the year reported was $530,- 
015.59, the gross earnings must have been about $5,750 
per mile, or about $1,562,000in all. Probably the rentals 
of the Iowa line equal very nearly its net earnings. Al- 
together they were last year 35.4 of their receipts, while 
the average net earnings of the road were 35.8 per cent. 


The working expenses of the different divisions are not 
reported separately in this report, but they were in the 
previous one, and for the Iowa division they amounted 
to 70 per cent. when the average for all the lines was but 
60 per cent. 

Taking the roads which the Northwestern controls by 
owning their stock, and which are properly a part of its 
system, though it is not responsible for their debts, 
except when it has guaranteed their bonds, we must add 
to the 1,429.52 heretofore given the following: 
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La Crosse, Trempeleau & Prescott 


Northwestern Union 
Iowa Midland 
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Total 
whose capital stock is at the rate of $1,228 per mile and 
bonded debt $32,303. The addition of these roads makes 
the total length of the system 1,882.27 miles. This entire 
system is represented by $37,033,051.82 of common and 
preferred stock, $21,374,500 of currency bonds and 
$18,259,000 of gold bonds. The capital account per mile 
of this system is: 

Stock 
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ND iicswsnaxenisncnsnonapneasttiesicdachasinese tania $40,747 
of which $21,072 is bonded debt. Of the currency bonds, 


- | $1,350,000 bears 8 per cent., $1,000,000 10 per cent., and 


$129,500 6 per cent. interest, and all the rest 7 per cent., 
and the average interest charge pcr mile is $818.46 cur- 
rency and $679 gold, or, counting gold at 10 per cent. 
premium, $1,565 currency per mile, to earn which re- 
quires average gross earnings of about $4,700 per mile. 

The average length of this system worked in the year 
reported was about 1,624 miles. 


Gross earnings, per Mil€...........ccccscccscccscccccccccsccoes! $8,484 
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This latter amount, with no reserve for sinking funds, 
etc., is equivalent to 6} per cent. on the average amount 
of stock per mile. This, for a system so largely new, is 
afavorable showing, but it should be remembered that 
the share capital of the subsidiary lines is but trifling 
($1,228 per mile of line now completed). These subsidi- 
ary roads have none of them large earnings at the pres- 
ent time. The Northwestern Union was first opened for 
traffic three months after the period covered by the re- 
port, and scarcely any, if any, earnings were made on 
the part of the Winona & St. Peter west of New Ulm 
during that year. But taking the mileage worked 
throughout the year as the source of the earnings re- 
ported, we have the gross and net earning per mile, and 
the surplus or deficit after paying the interest charges ag 
follows : 
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The 29 miles of the La Crosse, Trempeleau & Prescott 
are, therefore, the only ones which have earned anything in 
excess of interest charges, while the deficit of the whole, 


‘after paying interest, was, $315,287, or at the rate of 


$1,161 per mile. The traffic of the Iowa Midland is not 
likely to grow very fast, it being very much elbowed by 
other roads, while the country through which it runs 
does not grow very fast, being already pretty well peo- 
pled and cultiveted. The La Crosse, Trempeleau & Pres- 
cott is supported chiefly by through traffic, and hereafter, 
. | probably, it will be deprived of that from the River Divi 


5|sion of the Milwaukee & St. Paul (which bas a parallel 


line of its gwn now on the other side of the Mississippi), 
while it will have the whole increase from the Winona & 
St. Peter, now greatly increased in length. The Winona & 
St. Peter is almost sure to have a large traffic eventually, 
but the average earnings per mile are likely to be much re- 
duced this year by reason of the long extension through 
an almost uninhabited country. This line, however, 
(and the whole Northwestern property, for that matter,) 
should be considered in connection with its land grant. 
This amounts to 3,700 acres per mile of the entire line 
from Winona westward, while the entire land grant con- 
trolled by the Chicago & Northwestern is at the rate of 
1,173 acres per mile. Some of these lands are very 
valuable, some doubtless almost valueless; most of those 
in Minnesota, and parts of those in Wisconsin and M.ch- 
igan, ought to find sales at fair prices with some readi- 
ness, and the proceeds, doubtless, will sensibly lessen the 
burden of the bonded debt upon the property. All that 
is needed of the lands is to pay the interest charges of 
the lines for which they were given until the country 
on them is fairly developed, when, doubtless, they will 
be fully able to take care of themselves. Of course there 
would be no object in extending a line like the Winona 
& St. Peter, which ran behind nearly $1,600 per mile 





during. the year, but for the land graot. 





The lines now owned and controlled by the Chicago & 
Northwestern Company form a connected system wiih- 
out a single gap. For several years past the company 
has been straining to conrect isolated parts of its system, 
so as torender it complete and independent. These con- 
nections have been effected by the completion of the line 
from Fort Howard to Escanaba and that from Madison 
to the connection with La Crosse, Trempeleau & Prescott 
near La Crosse. The longest extension of all, that of the 
Winona & St. Peter, was not necessary to the complete- 
ness of the system, but is of itself a well placed line, 
sure eventually of a good traffic, though it may have to 
wait some time for it, as we see that the old part of the 
Winona & St. Peter, through a pretty well peopled and 
cultivated country, earns from traffic but about one-third 
of the intercst on its bonds. But the extension was 
made at this time to secure the large land grant, which, 
we understand, consists chiefly of fertile prairie lands, 
for which there is an immediate demand, and which will 
support a large population. As this grant is at the rate 
of about 8,000 acres per mile for the extension, light sales 
at low prices will cover the interest on its cost. When 
the country on the line is as fully occupied, it should 
afford gross earnings equal to those of the line across 
Iowa, which itself is hard'y half developed. 

There seems now little need of new construction by 
the company. {[t has been ambitious of a direct outlet 
eastward to Milwaukee, which would make about 80 
miles of new line necessary, and it doubtless ought to 
have such an outlet, as a great part of the wheat raised 
on its line—the Minnesota wheat especially—wili go to 
Milwaukce if it can get there. Doubtless, however, it 
will be better for all concerned if it can get into Milwau- 
kee on equitable terms over one of the Milwaukee & St. 
Paul’s lines. The two companies have wasted a great 
deal of money in building a line apiece for traffic which 
would barely support one well, and though, if it was 
utterly impossible that they should agree, it was proper 
for either to build its own road, we may hope that their 
experience with sundry lines showing an annual deficit 
will render them a little more inclined to agree to work 
together when it can be done for their common good, 
and for the public good as well, as it can be wherever 
one line can be made to do the work of both companies. 

Comparing the results of working the property with 
those of the previous year, we find that in 1871-72 the 
average earnings per mile from an average of 1,252 miles 
worked” were $9,107. This year, on an average of 1,352 
miles, they are at the rate of $9,419 per mile, showing 
an increase of about 3} per cent. The net earnings for 
the first year were $3,643 and for the last $3,373 per 
mile, showing a decrease of $240, or 63 per cent. The 
General Manager explains the causes of the increase in 
working expenses, which are now just about equal to 
the average proportion of the country. We miss the 
statements of earnings and expenses of each division 
which have been given heretofore in this company’s 
reports, and were very interesting and instructive. They 
would be even more so next year, when the effect of the 
Madison Extension on the Madison Division could be 
made to appear fully, and that of the Milwaukee & St. 
Paul’s parallel line on the Chicago & Milwaukee line, 
heretofore so very profitable. 

The Chicago. & Northwestern has heretofore been a 
great construction company as well as a common carrier. 
It has almost constantly been engaged in the 
construction of new railroads in Illinois, Wisconsin, 
the upper peninsula of Michigan, Minnesota, Iowa, and, 
recently, in Dakota. For this purpose it has lent its 
credit largely and absorbed large sums which otherwise 
might have been divided. Some of the lines have doubt- 
less been unwise, and more constructed in advance of 
the time when they will pay an immediate profit; though 
in most cases the new roads were pretty sure to be built, 
if not in the interest of the Northwestern, then in that 
of somerival ; and usually to put off the construction of 
a line, because it would not pay fora few years, would 
have been abandoning forever the ultimate advantage of 
the line. Andin nearly all cases there is something 
very like certainty that the new lines will be valuable— 
will pay some profit from their own traffic and add im- 
mensely to the bulk of the profitable through traffic over 

the older lines of the Chicago & Northwestern Company. 
When stockholders feel like complaining because some 
new line may be for the time a burden on their resources, 
they should remember that without it and 
similar lines secured in a similar way their proper- 
ty would soon be almost valueless. The his- 
tory of railroad transportation in this country 
shows unmistakably that the tendency of rates is con- 
tinually downward. No company which counts on a 
stationary traffic only can keep up the rate of its profits 
or prevent an eventual total loss of profits. General 





* We gave this mileage last year as 1.31234, including the Iowa 
Midland: which, it soome, was not included ia the report of eanr- 
ings. 
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Manager Howe's figures in this report only repeat for the 
Northwestern the common experience. The average 
receipts per passenger and per ton per mile he gives as 
follows, for the fiscal years ending with May of the cal- 
endar years named : 





From Passengers. From Freight. 

Cente. Cente. 

3.93 348 

4.02 3.13 

3.29 3.09 

3.31 2.87 

‘ 3.28 2.61 
PBTB. ncccccccece covseccces esqeeccace 3.16 2.35 


* Records lost by Chicazo fire. 

There has thus been a decrease in average passenger 
rates of one-fifth, and in average freight rates of nearly one- 
third within seven years. The only way to keep up 
earnings with sucha decrease of rates is to increase the 
amount of traffic per mile of ro d, and the chief means of 
securing this increase of traffic has been to secure as 
fecders the new lines which are constructed ia the coun- 
try covercrd by the company’s system, or beyond it. 
Doubtless it is possible to do too much in thi 
direction, and cerainly the Chicago & North- 
western has done a great deal ; but, as we have endvay- 
ored to show above, it bas not often been p¢ssible for 
this company (or any other one) tou dettrmine whether a 
new line should be »uilt or not, but simply whether itself or 
a rival should have the ultimate benefit of i!, on condition 
of assisting in its construction and supporting it after- 
ward until it was able to support itself. Perhaps the 
difficulty of obtain ng money for new works will here- 
after relieve th's and other companies from the necessity 
of mak ng this often difficult choice; but, aside from 
that, the company's lines are now so complete ard ex- 
t ned that it will hardly feel the necessity of providing 
extensive new fceders fur some years to come. 








Report of the Toledo, Wabash & Western Railway 
Company. 





This company hasa main line from Tuledo, ©., southwest- 
ward to Decatur, Ill., and thence west to Hannibal, Mo., a dis- 
tance of 462 miles, the 46 miles of which between Naples and 
Hannibal it leases. It runsalsoa branch from Bluffs, Ill., 4 
miles cast of Naples, southwest 40 miles to Camp Point, whence 
to Qu ney it leases 21.6 miles of road. It also owns a line from 
Clay ton, 4 miles west of Camp Point, north and west 41} miles 
to Keokuk, lowa, anda branch from Decatur southwest 109 
miles to East St. Louis, Ill, These iines are covered, with 
the exception of the section between Hannibal and Naples, by 
the repurt, which includes 606.6 miles of road owned and 21.5 
miles leased. 

This company worked under leases during the year 1872 : 


1 afayette, Ind., to Bloomington, I).....6.....---2. 2.2 .eeeee ee 116.7 
Decatur tu Pekio, Lil...... AE EE EE a RE IE 67.2 
Naples, L:1., to Mamuibal, Mo........0..e-e eee ee ee eeeee nescence 46.0 
GN SIMON GINO 0.6.5 oo. snisiincn caccccdecccaccncacese 6.0 
Haun:bal tu Muberly, Mo............--.- rage . W.2 

306.1 


This makes 934.2 miles of road worked by the company during 
the year 1872. 

Since’ the close of that year it has turned over the Hannibal & 
Moberly line to the Missouri, Kansas & Texas, which now 
works 1t as the northeastern extremity of its system. 

The equipment owned by the company at the closo of the year 
consisted of 189 lococomotives (0.31 per mile owned), 102 pas- 
senger-tiain cars (0.17 per mile), and 4,294 freight-train cara 
(7.08 per mile.) 

This property was represented in the cipital account as 
follows : 








F.r-t-mortgage bonds.......... ss Ale ce areca wrasse ie oie ace $9,409 000 
Second-mu: tgage bonds.......... ES ene pees Pr 5.000.000 
Equipment buouds..........6. seseeee §OSRS06 Kc cdo ncenceens 600 00) 
Cousviidat: d-mortyage DOUdS.........cccccceccecccerecce 270000 
SANT oni caches asdoencdtenccee, siebbbasencsoses 15,000,1:00 
Preferred Stock... .cccscce cccccccccccccccced isecnaciee 1,0 .0 0 

OE a chav ctinseamecneans ae |.) $33,720,000 


This capital account is at the rate of $55,555 per mile of road 
owned. The bonded debt is $29,179 and the stock $26,376 per 
mule, the prelerred stock, on which alone dividends are paid, 
being at the rate of $1,648 per mile. There was no change in 
either capital account or mileage during the year 1872, but 
there has been an addition to the bonded debt since, 

The earnings of the property in 1871 and 1872 were: 











1372 1371. 
WGI I ing neck acnccewecs: cas $1,311,970 28 $1,627 722 93 
From passebgers........ -cesccccccees 1,132,764 60 1,228,193 41 
Frum O83 fh ....cccccces cocceeccccccccs 105 suv 73 84.200 04 
From €ZPFCBS.....2.00ccccsccccecs e.eee 94064 64 97 652 12 
From OtMer SOWICES......ceceeeececces 263,7u8 4) 298,897 41 
eo cseecesiae «+ «-$6,008 977 65 $5,736.66 - 91 
Working cspenses........ sees 4,363,143 63 3,776,227 93 
Net earnings ......... panecesaes $1,615,834 03 $1,959,837 93 


This shows an increase iu 1872 of $272,311.74, or 43 per cent. 
in gross receipts. The incroase in freight earnings was a little 
more than 7 per ccnt., but there was a decrease of nearly 8 per 
cent. in passenger earnings. The increase in expenses, how- 
ever, was $588,315.69, or 15} per cent., being 72.6 per cent. of 
the receipts in 1872 against 66 per cent. in 1871, and the net 
earnings, therefore, were less by $316,003.95, or 16} per cent. 

The gross receipts were at the rate of $9,567 per mile of road 
reported in 1872, against $9,133 m 1871. Below wo give the ac- 
couuts per mile worked for 1872, having included the $40,000 
per year rent paid for the Camp Pvint & Quincy line in the 
* interest charges :” 

Per mile. 


Grosse POOUBIR sb ccc cctnins ss RD cacbMNOAs Sade 'ccessecces $9,567 
Working expemms.......... © cove 5 


sick cap ented bane ais Kéadeaehehas bene seebueenes 2,585 
PRRRPONEGENIND cc 6c ccc ctccccadecsenasescccecescccavcesesee 037 
PD av cccccsccsascsecvaccemess. pecutsaccetesennceseessses .. a 


Of this surplus $115 was paid in dividends on preferred stock, 
and the balance, $433, was sufficient for a dividend of 1} per 
cent. on the common stock, last year’s surplus having been 
sufficient for a 4 per cent. dividend on that stock. 

Besides the working expenses, $519,380.91 was expended on 
account of capital for construction and improvement of road 
and structures, and $7,849.85 for newequipment. A surplus of 
more than a million at the beginning of the year and the pro- 
ceeds of property sold, amounting to $266,000, together with 
the net revenue of the year, were reduced by these expenditures 
to $996,208, which was the balance on hand at the close of 1872. 

The only account we can find in the report of result of work- 
ing the 306 miles of leased lines is in two items of a table of dis- 
bursement, which are : 


Interest account (leased lines).............-.ceeesccceee $202,°2) 08 
Less surplus earnings and unpaid coupons............... 2,285 93 
$176,534 10 


The rentals of the leased lines consist in the payment of the 
interest on their bonded debts, amounting in the aggregate to 
$5,292,000, the interest on which is $370,440, which is only 
$1,210 per mile. It is quite probable, however, that these lines, 
or some of them, do not earn so much net, as yet. 

The renewals of rails amounted to about 120 miles during 
the year, or about one-fifth of the road owned, which was the 
only part old enough to need any considerable rerewals. Of 
these renewals about 33 miles were of new steel and the rest of 
re-rolled iron. 

Though the additions to the equipment owned were but 
trifling, the company received 14 passenger-train and 998 
freight-train cars, equal to an addition of 15 per cent. to its 
passenger stock and 29 per cent. to its freight stock, from the 
** Wabash Equipment Compauy,” on terms which are not pub- 
lished. These cars are counted as part of the company's equip- 
ment in the report. 

The report says : 

* The freight earnings of the road show an increase of $284,- 
247.35 over 1871. Tuis increase has been realized under pecu- 
liarly adverse circumstances, and but very inadequately repre- 
scuts the extent of the actual revenues that could have been 
realized had our eastern connections furnished the requisite 
facilities for receiving and forwarding the freight with reason- 
able promptitude. 

“For five months of the year, and during the suspension of 
water communication, our freight traffic was subjected to a 
blockade at Toledo, continuous and unexampled, and which 
proved disastrous to shippers and paralyzing to all the business 
operations of the road. 

** During nearly all this period the daily average demand was 
equal to avout three hundred cars, and toward this demand our 
eastern connections were only able to furnish a daily average 
of less than 90 cars. Under such crippling disabilities the 
storage capacity at Toledo soon became exhausted, aud the 
larger portion of cur car equipment was employed for no better 
or more available purpose than as warehouses, thereby wholly 
and effectually depriving the road of the means of realizing the 
advantages of the vast volume of business pressing at every 
station. 

** As a safeguard and protection against a future repetition of 
such disastrous experience, we look forward with encourage- 
meut to the opening iuto Toledo, during the coming, summer, 
of the additional lines of railway to Eastern markets. 

»* Another cause that has de ressed the freight earnings has 
been the unprecedently low rates that prevailed during the 
summer months at all competing points, and which, to a con- 
siderable degree, prevented the maintenance of remunerative 
rates at local stations. 

“It is to be hoped that this senseless and ruinous competi- 
tion, to which may be legitimately traced much of the prevalent 
animosity and bitterness against railway management existing 
in the West, will give place to a policy tounded upon co-vopera- 
tion and mutual confidanc?, and such as shall enure to the ad- 
vautage of all roads and commend itself to the business public.” 

The report is published nine months after the close of the 
year for which it is made. The earnings have been reported 
monthly since. For the eight months ending with August 
last they were $31,000, or less than 1 per ceat., more than in 
1872. Whether there has been any increase or decrease in ex- 
penses, of course we do not know. The low rates by lake from 
Chicago to, Buffalo have made the past a hard season for this 
road to compete with the Iilinois roads running to Chicago, 
and it has done well to hold its own. 








Record of New Railroad Construction. 





This numberof the Rarmroap Gazette has information of 
the laying of track on new railroads as follows : 

Chicago & Northwestern.—The Chicago Cut-off has been com- 
pleted from its juaction with the Gaiena Division at the new 
shops north 5 miles toa junction with the Wisconsin Divisicn 
at Irving Park. Utah Souli:ern.—Extended from Lehi south- 
ward 5 miles to American Fork, Utah. Green Bay & Minne. 
sota.—Extended southwestward 23 miles to a _ point 
38 miles southwest of Mzrrillan, Wis. Milwaukee, Lake Shore 
& Western.—The Two Rivers Branch has been completed from 
Manitowoc northeastward 6 miles along the shore of Lake 
Michigan to Two Rivers, Wis.—Grand Rapids & Indiana.— 
Extended northward 25 miles to Bear Creek, Mich. Wala 
Walla & Columbia River.—Oa this road 5} miles of track have 
been laid. New York, Bosion & Montreal.—Track has been 
laid 4 miles from Kingsbridge, N. Y., northward, and 6 miles 
from Brewster's, N. ¥., westward. 

This is a total of 79} miles ofnew railroad, making a total of 
2,7704 miles completed in the United States in 1873. 








Tue ToLepo, WaBasH & WesTeRN Execrion, held on the ist 
inst., resulted in the choice of Hon. Jacob D. Cox., late Secre- 
tary of the lnterior, as President, in place of Mr. Azariah 
Boody, who had held th=t position fur many years, and with 
whom the road has been identified very much as the New York 
Central has been with Vanderbilt. Mr. W. L. Scott, of Erie, 
cast the Cox ballots, numbering 76,179, while Mr. Boody cast 
the tickets in his own interest, which numbered 63,647. There 





6,962 | was a question as to Mr. Boody's right to vote on 15,000 shares, 








which had changed hands since the 1st of September, but this 
was decided in his favor. It is said that the change is in favor 
of the Canada Southern party, which, however, was in a major- 
ity last year and maintained Mr. Boody in the presidency. Itis 
noticeable that the successful ticket was-cast by Mr. William L. 
Scott, of Erie, who is a director of the Lake Shore Company, 
but he was one of the originators of the Canada Southern 
project. 

The Wabash road brings a very large amount of through traffic 
to Toledo on its way to the East, and the securing of this 
traffic by the Canada Southern seems the latter’s only way to 
secure a traffic worth mentioning for a year tocome. Last year 
we examined into the amount and productiveness of this 
traffic, and concluded that, though large in bulk and produc- 
ing a considerable gross income, the profits could hardly be 
very large, as it is all through traffic, and the total withdrawal 
of it from the Lake Shore would not be equal to the amount 
of the latter’s increase in earnings over the previous year. It 
is reported, however, that the new administration declares that 
its policy is not to favor the Canada Southern as against the 
Lake Shore, but to remain absolutely neutral, putting no ob- 
staclein the way of shipments going over the Canada Southern, 
the Lake Shore or the Pennsylvania Company’s lines. The 
latter now has a line to Toledo, as well as that intersecting the 
Wabash at Fort Wayne, so that it ought to be the gainer by 
such a policy as well as the Canada Southern. With these dif- 
ferent routes competing for its through traffic, the Wabash 
ought to be well and cheaply served. 








Frencn Freicut Rarss, in time of bad harvest or dearth of 
provisions, are reduced to what are supposed to be the lowest 
possible rates, on wheat and other grains. This was done in 
1868, and now the Minister of Public Works has negotiated 
with the seven great railroad companies to revert to this ex- 
ceptional tariff, which gives invariabie rates per ton per kilo- 
metre (the French ton is 2,205 pounds), which reduced to our 
currency and measures, are a8 follows: Up to 124 miles, 1.8 
cents per mile; more than 124 miles aud less than 248, 1.5 
cents per mile, not, however, to be less than $2.23 per ton ex- 
clusive of terminal charges; more than 248 miles and less than 
497, 1.2 cents per mile, not, however, less than $3.72 per ton 
exclusive of terminal charges ; and for all distances over 497 
miles, 1.05 cents per mile, not, however, to be less than $5.95 
perton. This tariff is to hold for three months only. 

Not knowing the amount of terminal charges, wecannot 
compare these rates directly with American charges. The 
carrying charge is equal to 43 cents per hundred pounds, or 
26 cents in gold per bushel, from Chicago to New York, which 
is two cents per hundred lees than the usual currency rate in 
the summer on our railroads. 

Though these rates are made for the occasion, they are not 
lower than the ordinary rates charged by the companies for 
the chief through routes, stich as that from Paris to Marscilles, 
Havre to Paris, etc ; but they ara made good for all rcutes 
over two or more connecting lines, and will doubtless effect 
the object intended, which is to facilitate grain shipments 
from one part of the country to another, rather than to stimu- 
late grain export. 

Such as they are, however, we see that they exceed (count- 
ing the premium on gold) the ordinary summer grain rates on 
the lines from our principal grain-exporting districts to the 
seaboard. They are very nearly the same, however, unless the 
“terminal charges” are considerable on the French roads. 
These lines are very largely under government control, which 
forbids the construction of competing routes which might in- 
jure their traffic, and does everything to concentrate traffic on 
a few lines, and otherwise enable them to do their work at the 
lowest rates. 








UNREASONABLE RAtEs are now complained of in Minnesota, 
‘where not only does no railroad earn a dividend on its stock, 
but only one or two earn the interest on their bonded debts 
from their traffic. Nothing in the world but their iand grants, 
or their support by companies. out of the State which know 
that their traffic will some day be profitable, has saved the 
Minnesota railroads from bankruptcy, and really several of 
them require very little provocation to force them to be sold 
for the benefit of the mortgagees. Perhaps, however, the Min- 
nesota people remember that a foreclosure will not take the 
roads away from them, and, not owning the roads themselves, 
they do not much care who loses, so that their wheat is car- 
ried at low prices. 








Stock Transportation, beginning with the 1st inst., has 
come under the provisions of a law passed at the last session of 
Congress which provides that no animals shall be confined in 
cars or boats more than twenty-eight consecutive hours without 
unloading for refreshment, unless accident prevent, and that 
during their rest the animals shall be fed and otherwise cared 
for. The penalty for infringing this law is a fine of not less 
than one hundred nor more than five hundred dollars, and the 
duty of enforcing it rests with the United States marshals and 
their deputies. 








Reporting Comparative Tests. 





A correspondent of The Telegrapher, writing over the signa- 
ture ‘‘ Hoosier,” writes thus pungently and appropriately in 
an article entitled, ‘A Word with Insulator Men,” which may 
be read and remembered to advantage by all who make com- 
parative trials of materials and machinery : 

The newspapers have a story of an elogucnt member of some 
State Legislature pretty far West, whose maiden speech opened 
something like this : ‘*‘ Mr. President, Is nell a rat; [ see him 
floating iu the air ;’ (ina lou whisper) ‘“‘I propose to nip him 
in the bud!” Mr. Editor, I ‘smell a rat,” too! There is every 
indication that the interminable insulotor dispute is about to 





break out again in its most violent and aggravated form. We 
are beginning to see once more in the columns of the electrica 
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and telegraphic periodicals occasional paragraphs running 
something iu this wise: 

‘The following tests were made recently during the contin- 
uance of a vivleut simoon on the lines of the Somewhere, Every- 
where and Nowhere Telegraph Company, which will serve to 
show the relative mcrits of the Boggs insulator (glass), the 
Hoggs insulator (wooden), the Noggs insulator (iron), in com- 
paricon with the newly-invented and highly-remarkable 
Scroggs insulator, which is composed of the purest Lake Su- 
perior copper : 


MILEAGE RESISTANCE IN OHMS. 
BOZi8..00 cccccevcccccces cocccosee 


ibiguak skeen cam 1,700,000 
Ns cn pbhehesace<anabahesenkssen iinanaeateie:+ aint 1 000,001 
DOSAS 40650. &446064-c6500040npndaedeabeaseneeanenee 1,000,002 
cath ivciiccis aches epaskeagcieassukesmabeeesbonksel 500,000,000 


‘** The above tests conclusively demonstrate the great superi- 
ority of copper as an insulator over any other known substance, 
especially glass.” 

Now, begging the pardon of the well-intended people who 
furnish these items to the telegraphic journals, they falla long 
way short of demonstrating anything. Most people would 
view it in the same light that the man did when his friend 
propounded a conundrum something like this: ‘* A boy said, 
‘My mother had two children, a son and a daughter, yet the 
daughter is not my sister.’ How do you account for that?” 
“Well,” said the man, ‘my explanation is that the boy lied.” 

It is not necessary, however, in these cases, as w general 
thing, to assume that the “ boy lied.” If one could get at the 
facts in the case, he might very probably find that the tests 
were actually made, resulting in the published fgures. He 
might further, ater due investigation, ascertain that the Boggs 
insulaiors were put up twenty years ago, and were covered 
with a two-inch coating of solid carbon, deposited by passing 
locomotives; that the Hoggs insulators were in the bottom 
wire, said wire being buried tor miles in the luxuriant foliage 
of the swamp alder, beside the track; and that the Noggs in- 
sulator was an old and defective pattern of a decade ago, an 
early experiment of the inventor, and bearing no resemblance 
whatever to the article sol | as the Noggs insulator by the deal- 
ers of to-day; while the Scroggs copper insulators had been 
just put up ou a new wire aud carefully varnished with two 
coats of shellac, under the persona! supervision of the talented 
inventor, the natural result being that when the varnish wore 
off, ia a month or two, the Scroggs insulator would cause the 
atmosphere of every telegraph office from Somewhere to No- 
where to be perfectly az+re with the profanity of the afflicted 
operators. 

Now, in writing the foregoing, I am far from wishing to dis- 
courage the muking of competitive tests of insulators, or any 
other of the appliances of telegraphy, and the publication of 
them for the iufurmation and bencfit of the profecsion ; but, to 
be of the slightest earthly vaiue to the unprejudiced and intel- 
ligent electiician, the records of these tests should be got up 
in a very different style from thuse we usually see, and of which 
the one quoted is a very fair average specimen. They shouid 
contain at least the following data: 1. Locality of line. 2. 
Length of wire tested. 3. Kind of insulators, exactly specified, 
with their average mechanical condition and length of time 
they have beer exposed. 4. Kind of instrument uscd in testing, 
and methods employed for making the test. 5. Condition of 
the weather at the moment of observation, and also during the 
ge say six or twelve hours. 6. Name of the person making 
the test. 

With this information given, the iatelligent reader would be 
able to form a tolerably fair idea of the real merits of the case. 
It is in ali cases very important to know the name of the ob- 
server, because, in testing insulators, the “ pergonal equation” 
ot the individual using the instruments is a promiveut factor 
in the result. Some observers are careless, and would take no 
pains to ascertain if there were other escapes on the wire than 
those due to the insulators; others are incompetent, and, 
with entire honesty of intention, would figure out very erro- 
neous results, while it is not impossible that cases of positive 
dishonesty might occur, as, fur example,it a large block of 
stock in some insulator manufacturing company were 
“put where it would do the most good.” But if the 
observer sigos his name to his work, he, in a measure, stakes 
his professiona! reputation, such as it may be. upon its honesty 
and accuracy, and the average public will know pretty 
well just how much or how litue weight to allow to his cou- 
clusions. Unless the data above specified are furnished, no 
telegrapher ought top'ace any great degree of reliance on the 
figures he sees published in the telegraphic journals, especi- 
aily when unaccompanied by any responsible name. It is the 
easiest matter in the world to make a test which, while seem- 
ing to be perfectly fair even to the eye of an expert, may be in 
fact grossly unfsir, and we are thus obliged to depend largely 
upon the skiil and experience, avd, above all, upon the in- 
tegrity of the personal character of the observer. Everyone 
knows that there are among electricians, as in every other 
class of business and professional men, peraons whose opin- 
ions are their own, and not foz sale at any price, and there 
are also others who will furnish an ingeniousiy-worked certiti- 
cate, appareutly testifying to the value of any worthless device 
—but really quite non-committal io its character—for a “suitable 
consideration,” at the shortest notice. Both of these sorts of 
people are probably really much better understood by their 
coustitutents than they themselves ever imagined, and, there- 
fore, a man’s name, signed to the record of a test, would be a 
pretty good index of its degree of accuracy and impartiality. 

So I say to the rival insulator men, go on and publish your 
tests—the more the better—but give us the data, to form an 
intelligent opinion. It we could have, also, the readings of the 
thermometer and hygrometer, constant of galvanom: ter, elec- 
tro-motive force of testing battery, and the actual readiugs of 
the gaivanometer tests, so much the better. If the insulator 
of Boggs, Noggs or Scroggs is really superior to those of their 
respective rivals, there is no surer way to convince the world of 
the fact than by furnishing the full details ot the tests by 
which the said fact was demonstrated. ‘‘A word to the wise is 
sufficient.” 





The Railroad Article In the New Michigan Con: 
stitution. 





The following is the railroad article finally adopted by the 
Commission which is now preparing a new constitution for the 
State of Michigan : 

ARTICLE XIX. 


‘‘Srorron 1. The Legislature may, from time to time, pass 
laws establishing reasonable maximum rates of charges for the 
transportation of passengers and freight, and regulating the 
speed of trains on different railroads in this State, and shall 
= contracts between such railroad companies whereby 

iscriminaticn is made in favor of either of such companies as 
against other companies owning, connecting or intersecting 
lines of railroads. 

“Sec. 2. No railroad corporation shall consolidate with or 
acquire or hold stock in any other railroad corpuration« wning 
or controlling a parallel or competing line of road ; nor shall 
any such corporation Pape ye or lease any such parallel or 
competing line of road ; and no two or more parallel or com- 
peting lines of railroad shall be run or operated, either directly 
or indirectly, wholly or iu part, under the same management 
Or supervision, or in the same interest or under or subject to 
any arrangement, agreement or understanding with reference 
to rates of fare or freight to be charged, or for the division of 


earnings; any violation of either of the provisions of this sec- 
tion shall subject every corporation party to such vivlation to a 
forfeiture of allits corporate rights and frauchises ; and it 
shall be the duty of the Attorney-General), whenever satisfied of 
such violation, to institute proceedings, on the relation of any 
citizen of the State who may request him so to do, or on his 
own relation, to obtain a judicial declaration of such forfeiture. 

‘Sec. 3. Every corporation doing business in this State 
shall have aud maintain an office in this State, where shail 
be kept books, in which shall be made to appear the amount of 
its capital stock, and the names of the persons who own or 
hold the stock of the company; the amount of bonded and 
other indebtedness of the company and its property and assets, 
which books shall at all times be open to the inspection of any 
stockholder, and of such officer or officers of the State as shall 
be designated by law. The officer of such company, who may 
have the custody of such books, shall reside iu this State. 

**Sec. 4. No corporation shall issue any stock except in con- 
sideration of money, labor, or property actually received by it 
equal to the par value of such stock; nor shall it issue any 
buuds or other evidence of indebtedness, except for money, 
labor, or property actually received by it equal to 75 per cent. 
of the par value of such bonds or evidence of indebtedness. All 
stock dividends and other fictitious increase of capital stock of 
any corporation shall Le void. 

** Sec. 6. No raiiroad corporation shall issue or present, or 
cause or permit to be issued or presented, directly or indirectly, 
to any person holding or exereising any civil office or appoint- 
ment within this State, any free pass over its road; nor shall 
such corporation issue, or cause, or permit to be issued, to or 
for the use of any such person, any commutation pass or ticket 
upon any other or different terms, or upon any other or differ- 
ent conditions than the terms and conditions upon which 1t at 
the time issues like passes or tickets to the public generally.” 








Gontributions. 
Probable Traffic of the Chesapeake & Ohio Railroad. 








To THE EpiTor oF THE RAILROAD GAZETTE : 

In your issue of September 27 there is an analysis of the 
condition and prospects of the Chesapeake & Ohio Railroad 
which is so just and accurate that I am tempted to ask you for 
room enough to add two or three more items to your list of its 
advantages. 

From Huntington, the western terminus of the road, the 
Ohio River turns north and makes no further progress east- 
ward for a long distance. Hence grain shipped by river navi- 
gation from the Mississippi and lower Ohio finds Huntington 
its proper point for transhipment East, as the cheap rates of 
river transportation can be made available to the greatest 
practicable distance. 

The tobacco trade from Kentucky, as well as the cattle trade, 
already find this road their natural route to the sea-board, and 
this trade will be largely increased after the completion of the 
Lexington & Big Sandy Railroad. 

It is also true that goods shipped by steamer from New York 
to Richmond, and thence by the Chesapeake & Ohio Railroad 
and Ohio River reach Cincinnati as soon as and often sooner 
than goods shipped by any other route. 

Even now the freight offering exceeds the “capacity of the 
road, and new engines and cars are being constantly added to 
its equipment. 

Only.three or four coal mines are yet in operation, yet the 
whole stock of the company is now fully employed. This coal 
has at present to be wagoned to the wharves at Richmond, but 
with the opening of the Church Hill Tunnel, which will be in 
a few days, the coal and other freight can be loaded directly 
into vessels at the dock. 


The Church Hill Tunnel and the prospective extension of the 
road to deep water will increase its power for large and rapid 
freight business. Cc. E. W. 

GosHEN, Va., October 4, 1873. 

When we said that the through traffic of the Chesa- 
peake & Ohio could not be very large, we of course spoke 
compiratively. With the New York Central, the Erie, 
the Pennsylvania or the Baltimore & Ohio as standards, 
it cannot be very large until there has been a revolution 
in commerce ; with the Atlantic, Mississippi & Ohio, on 
the lines further south from the Atlantic westward as 
standards, it may be very large. The roads further north 
are great through carriers—first, because their western 
ends reach or are connected directly with that part of 
the country which produces the bulkiest exports, a few 
States in the Northwest doubtless exporting more car- 
loads than the entire country south of the Ohio; and, 
second, because they passthrough and to on the East the 
districts which are the chief consumers of those products, 
and finally reach the chief exporting cities. The latter 
fact is an important one, butit is vy no means the most 
important, simnly becaus2 most of the exports of the 
West are consumed in the East and not abroad. Doubt- 
less the Chesapeake & Uhio is well situated to carry to- 
bacco, but all the tobacco produced in the United States 
would not give it a heavy traffic. 

As for carrying grain through river connections with 
the Northwest, we have experiesce to guide us, and 
need not trouble ourselves with theories. The Chesa- 
peake & Ohio is only one of four lines which reach the 
navigable waters of the upper Ohio from the Atlantic. 
The other three have been in operation for many years. 
They used to receive grain by river at Parkersburg, 
Wheeling and Pittsburgh, and there were formerly regu- 
lar steamboat I'nes running from Pittsburgh to the 
Upper Mississippi as far even as St. Paul, we believe. 
This business for many yeurs has been almost completely 
destroyed, simply because railroads to Lake Michigan or 
direct rail routes through to the East do the work better 
and cheaper. 

We do not mean to say that the traffic which can be 
gained from the Ohio River and from railroads across 





Kentucky and to Cincinnati or elsewhere will not be 
worth having. All traffic that pays more than working 
expenses is worth having. But we do mean to say 
that such traffic cannot be the chief resource or a chief 
resource of the Chesapeike & Ohio Railroad. The 
property, as it seems to us, cannot fail to be a very valu- 
able one, and in writing of it before, we pointed out 
what we believed to be the chief elements in its value, 
among which we do not count its through traffic, at 
least until, largely through its agency, the industries of 
the Virginias have heen revolutionized and immensely 
increased. Wuen Huntington and Charleston are Pitts. 
burghs and Richmond a Philadelphia, then the,through 
traffic of the Chesapeake & Ohio will doubtless add con- 
siderably to its dividends.—Epiror oF THE RaILROAD 
GAZETTE, 








Breaking of Axles at Wheel-Seat. 





Fort Wayne, Ind. 
To THE EpiTor OF THE RAILROAD GAZETTE : 

{In several late numbers of the Gazerre I have noticed com- 
munications relative to the breaking of car axles at the wheel- 
seat. The following seems to be the most satisfactory that 
has come under my observation in the way of an explanation : 

The force which occasions a fracture of the axle may be ap- 
plied either at the journal or at the circumference of the wheel. 
Let us consider the latter case, when a force is applied ata 
point on the circumference of the wheel, tending to force it 
back upon the axle. This power, P,is transmitted to the 
ax'e along the radius, 2, of the wheel, and the moment of the 
power, or its tendency to turn the point at which it is applied 
around the center of motion, is PR. 

Tue resistance opposei to this force, at any point of the 
axle, is the resistance, W, of the iron multiplied by the dis- 
tance of the point from the center of motion. Call this dis- 
tance X, then WX will be the moment of resistance. From 
this we see that the resistance varies as X, directly, supposing 

W to be constant. To ascertain when a fracture is possible 
we must assign to X its smallest value, which will be the dis-, 
tance from the center of motion to the inside of the wheel, or 
to theshoulder. Since the value of Xis least at this point, 
WX has also its least value. That is, the resistance to any 
force exerted to break the axle is less at the shoulder than at 
any other point. Since WX varies directlyas , the nearer 
we approach the ceater of motion the greater must be the 
resistance of the iron in the axle, andit we increase W in the 
same ratio as X decreases, WX will be a constant, or in other 
words, the power will be equally resisted at all points of the 
axle. A. B. 








Trees for Station Grounds. 





D , October 4, 1873. 
To tHe Epiror or THE RAILROAD GAZETTE: 

What kind of trees would you advise us to use for setting out 
around our station yards and buildings where maple, elm, hem- 
lock, pine and cedar can be procured easily? What arrange- 
ments of the trees would be best in an inclosure of about one 
acre (nearly square) lying alongside the track? Would you 
advise that they should be set in rows or not? Rk. L. 

[Will some one who has thought on this subject be 
good enough to answer ‘‘ R. L.’s” inquiries, which are 
those, doubtless, of many railroad men?- Epitor oF 
THE RAILROAD GAZETTE. ] 











®eneral Mailroad Wews. 


ELECTIONS AND APPOINTMENTS. 





—At the annual meeting of the Toledo, Wabash & Western 
Railway Company in Toledo, O., October 1, the following board 
of directors was elected: John F. Tracy, Chicago; Sidney 
Dillon, John Ross, Augustus Schell. Kenyon Cox, E.C. Bene- 
dict, Milton Courtright, New York; John 8. Casement, Toledo, 
O. ; Jacob D. Cox, Columbus, O.; William L. Scott, Erie, Pa. ; 
P. L. Cable, Rock Island. Lil. ; George Cecil, John R. Cecil, 
Logansport, Ind.; A.J. Crawford, 8. W. Phelps, of Indiana, 
Hon. Jacob D. Cox was chosen President by the board in place 
of Azariah Boody. The new directors are Messrs. Cable, Cox, 
Crawford, Scott, Benedict, J. R. Cecil and Phelps, who replace 
Azariah Boody, A. M. White, 1, H. Kuox, A. B. Baylis, Daniel 
Drew, Horace F. Clark (deceased) and David Dowa. Of the 
the new board, Messrs. Dillon, Rose, Courtright and Kenyon 
Cox are directors, and General Casement is General Manager 
of the Canada Southern ; Messrs. Schell and Scott are directors 
of the Lake Shore & Michigan Southern, and Mr. Tracy is 
President of the Chicago, Rock Island & Pacific. It seems to 
be generally admitted that a majority of the new board is in 
the Canada Southern interest. 

=—At the annual meeting of the Portland & Rochester Rail- 
road Company in Portland, Me., October 1, the following direc- 
tors were chosen: John Lynch, Rufus E. Wood, H. J. Libby, 
A. K, Shurtleff, Frederic Fox, E.G. Wallace, Portland, Me.; 
J oseph 8. Ricker, Deering, Me.; Frederic Robie, Gorham, Me.; 
W. G. Ray, New York City. The only new director is Mr. Wal- 
lace, who tukes the place of Henry P. Deane. 


—Mr, H. P. Alden, lately appointed General Superintendent 
of the Canada Central and Brockville & Ottawa railroads, is 
also Superintendent of the Southeastern Railway of Canada. 


-—At the annual meeting of the New York, Providence & 
Boston Railroad Company at Westerly, R. L., September 30, 
the following board of directors was elected ; A. 8. Matthews, 
pm R. I.; Nathan F. Dixon, Westerly, R. I.; Henry 
Howard, Coventry, R. I.; Charles H. Salisbury, Providence, R. 
I.; Joho A. Burnham, Boston, Mass.; 8. D. Babcock, Henry 
Morgan, W. F. ney, Jr., J. Boorman Johnston, D. 8. Babcock, 
George M. Miiler, New York. Messrs. Miller, Salisbury, How- 
ard and Matthews are new directors. 


—Mr. Charles Whitehead, late Roadmaster of the Southern 


Division, has been appointed Roadmaster of the whole line of 
the Buffalo, New York & Philadelphia Railroad. 





—At the annual meeting of the Concord & Portsmouth Rail- 
road Company in Manchester, N. H., October 2, the old board 
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of directors was re-elected, as follows : Stephen Kenrick, Frank- 
in, N. H.: Samuel P. Dow, Epping, N. H.; Joseph B. Walker, 
Concord, N. H.; John J. Pickering, Portsmouth, N. H.; Samuél 
N. Bell, Benjamin F. Martin, Nathan Parker, Manchester, N. H. 
Stephen Kenrick was re-elected President and William H. 
Hackett, of Portsmouth, N. H., Clerk. 

—At the annual meeting of the Louisville & Nashville Railroad 
Company in Louisville, Ky., October 1, Thomas J. Martin, W. 
H. Smith and W. M. Farrington, the three directors whose 
terms have expired, were re-elected to serve tor the ensuing 
three years. 


—At the annual meeting of the Cumberland Valley Railroad 
Company in Harrisburg, Pa., October 6, the old board of di- 
rectors was unanimously re-elected, as follows: Frederic 
Watts, Carhsle, Pa.; Thomas B. Kennedy, D. O. Gehr, Cham- 
bersburg, Pa.; Thomas A. Biddle, Thomas A. Scott, Strickland 
Kneass, B. Wistar Morris, Herman J. Lombaert, Edmund 
Smith, J. Edgar Thomson, Josiah Bacon, Philadelphia. Mr. 
Thomas B. Kennedy was elected President, in place of Frederic 
Watts, who declined re-election and Edward M. Biddle of Car- 
lisle, Pa., was re-elected Treasurer. 


—At the annual meeting of the stockholders of the St. Louis 
& Southeastern Railway Company (consolidated) at Evansville, 
Ind., October 7, the following board of trustees was unani- 
mously elected : Edward F. Winslow, Charles W. Gardiner, St. 
Louis ; Samuel Bayard, William Heilman, John A. Reitz, Thos. 
E. Garvin, Evansville, Ind.; Jackson McClain, 8S. B. Vance, 
Henderson, Ky.; W. L. Gordon, Madisonville, Ky.; Bluford 
Wilson, Springtleld, Ill.; Joseph J. Castles, Equality, Ill.; 
Jediah F. Alexander, Greenville, Ky.; James H. Wilson, New 
York. The board subsequently organized by electing the fol- 
lowing officers: President, General E. F. Winslow ; Vice-Presi- 
dent, General James H. Wilson ; Treasurer, J. F. Alexander ; 
Secretary, Charles W. Gardiner ; Auditor, Jobn P. Hains. 

—Mr. Charles A. Quiggle has been appointed Train Master 
of the Eastern Division of the Philadelphia & Erie Railroad, in 
place of E. B. Westfall, promoted. r. Charles M. Young 
has been appointed Train Master of the Sunbury Division of 
the Philadelphia & Erie, with office at Sunbury, Pa. 


—Mr. Jobn B. Irwia has been appointed Road Foreman of 
engines on the Susquehanna Division of the Northern Central 
Railway. 

—At the adjourned annual meeting of the Southeastern Rail- 
way Company of Canada recently the following board of di- 
rectors was elected for the ensuing year: C. Dunkin, James 
O'Halloran, Q. C., Hiram T. Foster, Nathaniel Pettes, E. O. 
Brigham, S. W. Foster, George C. Dyer, L. W. Miner, C. H. 
Boright and E. L. Chandler. 

—At the annual meeting of the Dover & Winnipiseogee Rail- 
road Company, recently, the following directors were elected ; 
Amos Paul, George M. Lome. 5 William Hale, William Hill, 
S. A. Walker, Johu MeDuffee and C. W. Woodman. Tuhe roadis 
leased by the Boston & Maine. - 


—Mr. B. K. Whittle, formerly connected wirh the Vermont 
Central, has been appointed Contracting Agent for the Grand 
Trunk Railway in Boston. 

—Mr. 8. F. Ringold, formerly General Superintendent of the 
Cumberland & Pennsylvania Railroad, has been appointed 
Superintendeut of Telegraph on the Central Pacific. 

—Messrs. A. Murdock and J. Foster Elliott have been ap- 
pointed receivers of the Alabama & Chattanooga Railroad, in 
place of Lewis Rice and William J. Haralson, who have re- 
signed. Mr. Murdock is President of the Mobile & Ohio Kail- 
road Company, and Mr. Etliott is connected with the a 
house of Duncan, Sherman & Co., of New York. It is reporte 
— Mr. L. J. Fieming will be put in immediate charge of the 
road. 








PERSONAL. 


—Mr. David H. Strawn, who has been connected with the 
Chicago & Paducah Railroad Company for some time, and has 
been one of the leading promoters of that road, died at his res- 
idence near Ottawa, Ill., September 25. 

—Mr. Benjamin Salter, who for a number of years and until 
two years ago was Treasurer of the New Jersey Locomotive & 
Machine Company and afterwards of its successor, the Grant 


Locomotive Works, died at his residence in Paterson, N. J., 
October 3. 


—Mr. H. H. Smith, the retiring President and General Man- 
ager of the Wetroit, Lansing & Lake Michigan Railroad Com- 


pany, was presented with a handsome gold-headed cane in De- 
troit, September 29. 








TRAFFIC AND EARNINGS. 


~The earnings of the Pennsylvawia Railroad for the month 
of August were: 1878, $1,996,133.15; 1872, $1,862,100.45; in- 
crease, $134,032.70, or 7 3-16 per cent. The earnings for the 
eight months ending August 31 were: 1873, $16,252.705.02 ; 
1872, $14,148,624.32 ; increase, $2,104,080.70, or 145 per cent. 

—The earnings of the St. Louis & Southeastern Railway for 
the third week in September were: 1873, St. Louis Division, 
$22,619.95; Nashvilie Division, $12,892.51; total, $35,512.46 ; 
1872, total, $25,732.05 ; total increase, $9,780.41, or 38 per cent. 

—The tonnage of bituminous coal passing over the lines 
given for the nine mouths ending September 27 was as follows : 
Cumberland coal over Baltimore & Ohio Railroad, 1873, 1,057,515 
tons ; 1872, 901,060 tons ; increase, 156,455 tons, or 17} per cent. 
Cumberland coal over Chesapeake & Ohio Canal, 1873, 442,192 
tons ; 1872, 468,062 tons; decrease, 25,870 tons, or 5} per cent. 
Cumberland coal over Bedford Division, Pennsylvania Railroad 
(not open in 1872), 1873, 69,225 tons. Huntingdon & Broad 
Top, 1873, 341,941 tons ; 1872, 224,155 tons; increase, 117,786 
tons, or 53 per cent. Clearfield coal over Tyrone Division, 
Pennsylvania Railroad, 1873, 432,326 tons; 1872, 437,259 tons ; 
decrease, 4,933 tons, or 1} per cent. 

—The tonnage of anthracite coal passing over the lines given 
for the nine months ending September 27 was as follows: 
Philadelphia & Reading, 1873, 5,181,229 tons ; 1872, 4,879,414 
tons; increase, 301,815 tons, or 63s per cent. Schuylkill Canal, 
1873, 563,023 tons; 1872, 632,658 tons; decrease, 69,635 tons, 
oril per cent. Lehigh Valley Railroad (ten months), 1873, 
3,436,993 tons ; 1872, 3,173,093 tons; increage, 263,900 tons, or 
8} per cent. Lehigh & Susquehanna Division, Central Railroad 
of New Jersey, 1873, 1,549,487 tons; 1872, 1,299,580 tons; in- 
crease, 249.907 tons, or 194 per cent. Lehigh Cunal, 1873, 549,- 
336 tons ; 1872, 574,920 tons; decrease, 25,584 tons, or 4$ per 
cent. Northern Central, Shamokin Division, 1873, 473,098 tons ; 
1872, 408,378 tons ; increase, 64,720 tons, or 15; per cent. Del- 
aware & Hudson Canal Company, 1873, 2,147,634 tons ; 1872, 
2,207,492 tons; decrease, 59,858 tons, or 2 per cent. Pennsyl- 
vania Coal Company over Erie Railway, 1873, 926,305 tons ; 
1872, 886,503 tons ; increase, 39,802 tons, or 44 per cent. Dela- 
ware, Lackawanna & Western Railroad, 1873, southward, 1,574,- 
604 tons, northward, 713,786 tons, total, 2,288,390 tons; 1872, 
southward, 1,586,163 tons, northward, 554,425 tons, total, 2,140,- 
588 tons ; total increase, 147,802 tons, or 65 per cent. 

—The receipts of grain (including flour reduced to bushels 
of wheat) at Baffalo during the month of September were: 
1873, by Lake and Grand Trunk road, 12,224,405 bushels; by 
Lake Shore road, 3,159,200 bushels; total, 15.383,605 bushels ; 
1872, by Lake and Grand Trunk, 9,078,981 bushels; by Lake 
Shore, 3,332,000 bushels; total, 12,410,981 bushels; increase, 








2,972,624 bushels, or 23; per cent. For the nine months ending 
September 30 the receipts were: 1873, by Lake and Grand 
Trunk, 50,351,084 bushels ; by Lake Shore, 23,104,400 bushels ; 
total, 73,455,484 bushels ; 1872, by Lake and Grand Trunk, 42,- 
681,171 bushels; by Lake Shoro, 21,970,155 bushels ; total, 64,- 
651,326 bushels ; increase, 8,804,158 bushels, or 13§ per cent. 

—The shipments of grain from Buffalo eastward for the nine 
months ending September 30 were: 1873, by canal, 34,058,856 
bushels ; by rail, 23,281,490 bushels ; total, 57,340,346 bushels ; 
1872, by canal, 33,746,815 bushels; by rail, 23,273,449 bushels ; 
total, 57,020,264 bushels ; increase, 320,082 busheis, or 9-16 per 
cent. Shipments of flour are included. 

—The receipts for canal tolls at Buffalo from the opening of 
navigation to September 30 were: 1873, $1,003,892.34 ; 1872, 
$1,019,401.19. The number of boats cleared in 1873 was 6,460, 
and in 1873, 6,269. 


—The shipments of iron ore from Marquette, Mich., from 
the opening of navigation up to — 24 were 411,483 
tons, and of pig iron 18,023 tons. The shipments from Esca- 
naba for the same period were 395,280 tons of iron ore and 6,442 
tons of pig iron. The shipments of iron ore from L’Anse, 
Mich., up to September 16 were 54,867 tons. 

—The earnings of the Kansas Pacific Railway for the third 
week in September were: passengers. $31,792.61 ; freight, $46,- 
596.72; mails, $2,055.31 ; total, $80,444.64. Of this amount, 
$2,476.24 was for transportation of troops, mails and goverp- 
ment freight. 

—The following companies have thus far reported earnings 
fcr September : 


Atlantic & Pacific... 
Central Pacific ..... 
Central, of New Jersey nal 
Chicago,Danville& Vincennes. 


1873. 1872. Incr’se. Dec. P.c 
--- $119,989 $103,116 $16,873 .... 163 
.. « 1,892,125 1,259,688. 137,437 
916,128 628.399 287,748 
72.274 50,434 21,840 









SNS hee cas mandina’ skint ae 1,918,247 1,758,062 160,185 
Marietta & Cincinnati........ 203.514 191,841 11,673 
Missouri, Kansas & Texas.... 403,000 206,299 196,701 
Pacific, of Missoun........... 382.098 317,910 18 
St.L.,Alton&T.H., main line.. 126,258 138,556 ...... 

sy ws ‘© “branches...  52,U4t 38,570 13,474 .... 34% 
St. L., Kan. City & Northern. 226,243 232,819 53424 .... 23 
West Wisconsin ............. 108,000 44,877 63,123 .... 1405g 


—The earnings and expenses of the Central Railroad of New 
Jersey for the nine months ending September 30 were .as fol- 
lows : 


1873. 1872, Increase. P.c. 
Gross earnings....... $6,552,033 13 $5 383,675 85 $1,168,357 23 2134 
Expenses..........000 8,254,282 92 3,138,083 OL 116,199 91 354 








Net earnings ....$3,297,750 21 $2,245,592 84 $1,052,157 37 46% 
The percentage of expenses to gross earnings in 1873 was 
49 11-16 per cent., and in 1872, 585-16 per cent. The gross 
earnings per mile were $22,516 in 1873, aod $18,501 in 1872. 
—The earnings of the Grand Trunk Railway of Canada for 
the week ending September 20 were : 1873, £47,400; 1872, £42,- 
000 ; increase, £5,400, or 12 per cent. - 
—The earnings of the Great Western Railway of Canada for 


808 ; increase, £1,832, or 6 per cent. 

—The earnings of the Louisville & Nashville Railroad (main 
stem and branches and Memphis Branch, 616 miles in all) for 
the year ending June 30 were as follows : 


1873. 1872. Increase. Decrease. P.ct. 

Gross earn- 
RMB soc $4,909,426 44 $4,662,464 97 $246.961 47 54 
Expenses ... 3,498,303 29 3,195,841 29 02.462 00 91, 














Net earn- 
oe $1,411,123 15 $1,466,623 68 .......... $55,500 53 334 

Earnings per 
DER cocess $7,968 $7,569 $399 eens 54% 

Net earnings 
per mile.. 2,291 2,381 ats $90 3% 


The percentage of expenses to earnings in 1873 was 714 per 
cent., and in 1872 683 per cent. 


—During the month of September there passed over the 
bridge across the Mississippi at Rock Island, Ill., 6,339 cars 
bound eastward, and 6,394 cars bound westward. During the 


bridge. 


of September were: 1873, $1,392,125 ; 1872, $1,254,688 ; 1871, 


1872, $875,734, or 93 per cent. ; increase, 1873 over 1871, $3,266,- 
704, or 474 per cent. . 








ANNUAL REPORTS. 


Ohio & Mississippi. 


the important part: 
**The report of the Auditor shows: 


The earnings of the Central Pacific Railroad for the month 


$995,921 ; increase, 1873 over 1872, $137,437, or 11 per cent. ; in- 
—* yo — 1871, $396 oy or 393 percent. For the nine 
months ending September 30 the earnings were : 1873, $10,183,- 
178; 1872, $9,307,444; 1871, $6,916,474; increase, 1873 over | ortland & Kennebec. 


$1,000,000, payable in ten years from May 1, 1873, with interest. 

** Of these bonds $200,000 have been sod, the intention being 
to dispose of no further portion of the remainder than may be 
needed, in conjunction with the surplus earnings of the rvad, 
to meet existing obligations, and to carry out objects essential 
to the growing business and prosperity of the company. 

“The mortgage debt of the company, of $2,900,000, which 
fell due July 1, 1872, was punctually redeemed by the sale of 
consolidated bonds which were held by trustees for that pur- 
pose.’ : 

The length of the main'line-of this road from Cincinnati west 
to East St. Louis is 340 miles, and it has a branch 53 miles long 
from North Vernon, Ind., south.to Jeffersonviile. The earnings, 
therefore, have been at the rate of $3,704 per mile for the half- 
year ending with June, 1871, $8,510 per mile for the following 
year, and $9,553 for the year ending with June last. 

The property is represented by the following : 


Ms kiscccinvestenexsctenibaes Soweuameanasisaea $10,559,090 
iiss copccnuneeccesinenecevseabuseecweues 4,03 »,000 
I rns 6c sncnmcachaucsacsnusaceuecuus. @esaaeans 20,000,000 

$34,539,090 


and the company atthe close of the year had a floating debt of 
$719,754. The amount of these items per mile of road were: 


i IO TOOT CLOT EEL CETTE $26,868 
SUNN aia inos sisinkescinenes bso iseealece. oceitesounsoues 10.24 
UN DOR ia ss: cniccccescncbeecncisa $0ee8eesecsesenesseesaees 50,890 


$38,012 
While the floating debt is at the rate of $1,831 per mile. 

The bonded debt all bears 7 per cent. in currency, so that 
the the interest charge per mile is $1,880.76. The preferred 
stock is paid 7 per cent. dividends, which is at the rate of 
$717.78 per mile, the net earnings having been $2,507 in 1871-72 
and $2,989 in 1872-73. 

The earnings of the road, which is the most direct route be- 
tween two of the most important Western cities, and a sec- 
tion of the shortest route from St. Louis and Louisville to Bal- 
timore, while the country on its line is one-half very good and 
onerhalf pretty poor, are really heavy. The excessive amount of 
poe aaa capital alone prevents dividends on the common 
stock. 








THE SCRAP HEAP. 


Prices of Rails in September. 

Bigelow & Johnston report the prices of foreign rails to have 
been from $63 to $65 gold, and of American from $70 to $74 
currency per ton for iron; and for steel, $109 to $112 gold for 
foreign and $120 to $125 currency for American. There were 
no imports of iron rails during the month at the port of New 
York, and only 7,579 tous of steel. 

The total imports at New York for the nine months were 
41,449 tons of iron and 72,663 tons of steel, or 114,112 tons of 
both, in 1873, against 154,215 tons of iron and steel for the same 
| period in 1872, and 164,323 tons in 1871. Meanwhile total im- 
ports of old rails have been 9,312 tons in 1873 against 49,768 in 





the week ending September 19 were : 1873, £28,649 ; 1872, £26,- | 1872 and 42,781 in 1871. Commenting on these facts in their 


circular, this tirm say : 

** New Rails.—The financial disturbances of the past month 
having brought business pretty nearly to a standstill, it is diffi- 
cult to give accurate quotations. Without doubt any price 
that might be named would be more or less nominal, as cash 
buyers would find sellers only too willing to meet them. Buy- 
ers for notes and bonds are decidedly at a discount, and their 
popularity is rather on the wane. I[t is not easy yet to predict 
what effect the panic will have on the price of rails, but it can- 
not be otherwise than disastrous, judging by the opprobrium 
which is being cast upon nearly all new railway undertaking. 

“The sales since our last have been trifling at about our 
quoted prices. In steel there is very little doing. 

* Old Rails,—The demand has been all but extinct, and with 
the low prices ruling for forge iron, there is very litile proba- 
bility of any improvement.” 








| 


OLD AND NEW ROADS. 





month 288 steamboats, 7 barges and 63 rafts passed under the | Indianapolis, Bloomington & Western. 


Four new postal cars are being built to run on a new railway 
post office line shortiy to be established between Indianapolis 
and Galesburg, Ill. This line willrun over the Indianapolis, 
—— & Western and Chicago, Burlington & Quincy 
roads. 


The agreement of consolidation between this road and the 
Maine Central has been completed, and was to have been sub- 
mitted to the stockholders for ratitication at a special meeting 
to be held October 8. By this agreement the Portland & Ken- 
nebec, the Somerset & Kennebec and the Leeds & Farmington 
companies will become merged in the Maine Central. The 
stock of the Portland & Kennebec Company is to be exchanged 


, ° , for consolidated Maine Central bonds at the rate of $100 in 
The President, Daniel Torrance, has submitted a report for for $88 in stoc ; F : 
in Sinai ending aii Seas last, of which the following is bonds for $88 in stock, with an equitable adjustment of interest 


upon the exchange, ‘The stock of the Portland & Kennebec is 
to be canceled. ‘The Maine Central having purchased the lease 





of the Somerset & Kennebec, the stock of the Portland & Ken- 
nebec, which was paid to the Somerset & Kennebec, as consid- 


Jan. 1, 1871. to July 1,1871, to| July 1,1872, to | eration for the lease, may be exchanged for Maine Central con- 
June 30, 1871. June 30, 1872 |Jone 30, 1873. | solidated bonds, at the rate of $100 stock for $88 in bonds. 











6months. | 12 months. | 12 months. e.... Leeds ogy ter road having been purchased by the 

~ ae a; yal aa cndaan np, | Maine Central, that company shall be mergod in the Maine 

Gross earnings.......... Te 65 —* ye ee 61 | Central, and its stock held in trust for the Maine Central shall 
Operating expenses..... 1,074 641 35 2,359,210 48] 2579 679 09 | cancelled. Should either of the companies faii to ratify the 


| agreement, it shall nevertheless take effect with those com- 





staal deoasiathcatac nad $381,969 30 
paid interest on bonds, 
preferred stock, tem- 
porary loans and sink- 


| eee $391,064 87 


$985,827 25| $1,174,657 55 


panies which do ratify it. 

The Portland & Kennebec road, which is now operated by the 
Maine Central under @ lease of 999 years, exteuds from Port- 
laud, Me., to Augusta, 62} miles, with a branch of 9} miles 


| 
| 
| 


Sn - L 
$917,714 48| $1,052,995 ° 30 from Brunswick to Bath. The Somerset & Kennebec runs 





esd cathonces $37,612 77 








year have increased 193 per cent. over the — year. 
“By the detailed reports herewith, it wil 


June 30, 1872. 


the above expenditures. 


cost of right of way and oe ag connection track and depo 
at Cincinnati, and for bui 





from Augusta to Skowhegan, 37} miles, crossing the Maine 


$121,062 25 Central at Waterville. It is leased by the Portland & Kenne- 


bec and sub-leased to the Maine Central. The Leeds & Far- 


: mington road is 38 miles long, f Leed i = 
“Tt will be thus observed that the net earnings for the past - a a ne 


mington. 


be seen that during | Milwaukee & St. Paul. 
this period of thirty months the change of gauge has been ( 
made, the effective equipment of the road has been more than | ment regarding the late decision of the court enjoining the 
doubled, iron bridges have been substituted for all old and de- | company from building the bridge across the Mississippi above 
fective wooden bridges, new and convenient passenger depots | La Crosse, Wis. He states that the company is lett at liberty 
have been built in East St. Louis, Flora, Louisville and Cincin- | to continue its work on the bridge across French Slough and 
nati, and 192-5 miles of new sidings and switches have been 

added to the road, including a direct connection with the | channel of the river ; also, to build its winter bridge across the 
Louisville iron bridge, over which our freight and passenger | channel. 

business has been satisfactorily done, without transfer, since 


Mr. J. W. Cary, attorney of this company, has made a atate- 


allof the other sloughs of the Mississippi bottom up to the 


The injunction obtained in_ the State Court against crossing 
Black River was dissolved.. The company is now authorized, 


* The cost of these works, with the payment of old claims | under the decision as made, to construct its bridge trom North 
and of the old floating debt, was $3,600,000, which amount is | La Crosse to the channel of the Mississippi, nearly three- 
$400,000 in excess of the net avails of the second consolidated | fourths of the whole distance necessary to bridge. 
sinking-fund bonds for $4,000,000, issued to provide means for 


This part of the work is far advanced, and can be completed 
before the close of navigation, so that only about halt a mile of 


‘In order to raise funds to reimburse the $400,000 named | winter bridge will be required to make a complete crossing the 
foregoing and to join the Marietta & Cncinnati Railroad in the | coming winter. 


t The whole distance from the east bank of Black River to the 


ding new passenger and freight | west bank of the Mississippi is 13 miles, of which the company 
—_ and for other improvements, it was resolved to issue | can build 14 miles, leaving a transfer of only half a mile, in- 
debenture sinking-fund bonds of $1,000 eack, to the extent of 





stead of two miles, as at present. The company is going on 














Oct. 11, 1878]: 





THE RAILROAD GAZETTE. 


417. 








with this work, and expects to have it done before the close of 
navigation. Should Congress refuse to authorize a permanent 
bridge at that point, there is nothing to prevent the company 
from using a pontoon bridge like that at Prairiedu Chien. — 
The La Crosse people take a different view of the injunction 
and propose ~ institute further proceedings, if necessary, to 
op the work. : 
“ae the pontoon bridge at Prairie du Chien some 300 cars 
are being passed daily. Trains of 18 or 20 loaded cars pass it 
without difficulty. 


Montclair. 

The promised statement of the affairs of this company has 
not yet been made public by the trustees. Tt has been reported 
that the Erie Company is desirous of securing control of the 
road, with a view of using it as a part of the proposed new short 
line from Port Jervis. This rnmor, however, does not seem to 
rest on any substantial foundation. 


Rhode Island & Massachusetts. 


Work is shortly to be commenced on this road in the neigh- 
borhood of Pawtucket, R. I. 


Rochester & State Line. 


Ties are being distributed along the line from Rochester to 
Warsaw, in preparation for track-laying. Cattle guards are be- 
ing putin, water tanks put up, and everything prepared for the 
speedy completion of the work. The company’s grounds in 
Rochester are being graded for side tracks. ; 

The Citizens’ Association of Rochester has caused an injunc- 
tion to be issued restraining the city authcrities from issuing 
any more city bonds to the company until the work on the 
road is further advanced. The officers of the company say, 
however, that there was no intention of applying for any turther 
issue of bonds at present. 


Davenport & St. Paul. 

The grading and bridging of the road is completed for nearly 
30 miles northwest of Fayette, Ia., the present terminus. It is 
not thought probable, however, that any track will be laid be- 
yond Fayette this fall. 


Rockford, Rock Island & St. Louis. 

Arrangements have been made by which freight from the 
Burlington, Cedar Rapids & Minnesota road is to be forwarded 
to St. Louis over this road. The cars are to be run over the 
Toledo, Peoria & Warsaw from Burlington, Ia., the southern 
terminus of the Burlington, Cedar Rapids & Minnesota, to 
Bushnell, Ill., on the Rockford, Rock Island & St. Louis. Bush- 
) ell is 154 miles north of St. Louis. 


Milwaukee, Lake Shore & Western. 

The Two Rivers Branch, which extends from Manitowoc, 
Wis., northwest along the lake shore to Two Rivers, is com- 
pleted and opened for travel. It is seven miles long. 


The stations on the completed road, with the distances from 
Milwaukee, are as follows : 


Humboldt Tunction 





pees 8.5|Sheboygan ........0..0.....-- 52.0 
Whitefish Bay 5.6|Centerville. ........ccccceece 64.0 
ee « RAE ies inc 0000.0000:06 77.0 
IN <n cincasaictraceetans eS ere 84.0 
GS ch cowie icmk “aed : A eer 88.4 
Ulao...... Se . eer 90.8 
Port Washington............ 56 SIRAAESTIB.... oss. 0.00500.0000 93.6 
WROD oo écc ccc cece cs cose SRE MONIES cccanesesesees 99.2 
Belgium.............se-2.++. 33.0] Forest Junction............. 103.7 
Codar Grove....c.ce .-ccsce0 error rs: 108.0 
errr . 42. |Kaukauna ccadind seceonba 112.3 
WE. vcnideccdunsiddoctene 45.8| Little Chute.................115.1 
WR cccrsedisees ciewncs OCD AQRIOOOR. 50 0:00:405 coeccnnccve 119.6 


Harrisburg & Potomac. 

The work of laying track on this road has been commenced, 
and some iron is down in the neighborhood of Boiling Spring, 
Pa. Theroad is to extend from Harrisburg southwest to or 
towards the Potomac in a line parallel to the Cumberland 


Valley. 
Elmira, Ithaga# & Cortland. 

This compart has made an agreement of consolidation with 
the Central VaRéy Railroad Company. The Elmira, Ithaca & 
Jortland Company has no road built, and the Central Valley 
Company owns 12 miles of road, of 3-feet gauge, from Baio- 
bridge, N. Y.. north to Smithville. 


Greenville & Oolumbia. 


The Charleston (8S. C.) Courier of recent date says : ‘Letters 
from the agent of the Greenville & Columbia Railroad Company 
in New York, where the bulk of the bonds of the company are 
held, give the gratifying information that the bondholders, 
without exception, have assented to the proposed rearrange- 
ment of the bond debt of the company. This rearrangement 
provides for the funding, in bonds of short date, of the interest 
due up to July 1, 1873, and the regular payment of interest 
hereafter. We have every confidence that this wise action on 
the part of the bondholders will enable the President and di- 
rectors to place the road in first-class order, and so make it 
a paying concern, as well as a benefit and convenience to the 
public.” 


New Jersey Midland. 


This company has not yet resumed _ possession of its road, 
and vobably will not until the United States Circuit Court in 
New York approves or disapproves the contract made with the 
Receiver of the New York & Oswego Midland. Should that 
contract be approved the New Jersey Company will take pos- 
session of the line from Jersey City to Pompton Junction only ; 
otherwise it will take the whole line to Unionville. 

The United States Circuit Court has since made the order 
authorising the Receiver of the New York & Oswego Midland to 
execute the contract. A meeting of the New Jersey Midland 
directors was held October 8, to make arrangements for oper- 
ating the line from Jersey City to Pompton Janction. 


Portage Lake Ship Oanal. 


Only about 300 feet more of dredge work remains to be dono 
near the outer end of the canal to give a depth of over 14 feet 
of water in the canal for its entire length. 


Southeastern, of Oanada. 
The engine house at West Farnham, Quebec, was destroyed 


by fire on the night of September 28. One locomotive which 
was in the house at the time was badly damaged. 


Baltimore & Drum Point. 


Some three miles of the grading is completed near South 
River, Md., and four miles more between Prince Frederick and 
Drum Point on the southern end of the line. A new route is 
being surveyed from the crossing of the Annapolis & Elk Ridge 
road to Baltimore. Tne new line runs alongside of the Anna- 
polis & Elk Ridge to a point between Iglehart’s and Waterbury, 
and then turns northward towards Baltimore. .The dis- 
tance from jomee to Baltimore by this line will be about 24 


miles, and less bridging will be required than by the North 
Severn route. 


Oentral, of Minnesota, 


A complaint was filed against this company and other parties 
by the trustees of the mortgage in the United States Circuit 
Court at St. Paul, Minn., September 29. The —a alleges 
that in May, 1870, the company (then known as the Minnesota 
& Northwestern) executed a mortgage covering the projected 
line of the road from the north line of Iowa to Mankato, Minn., 
and thence to a junction with the St. Paul & Pacific, which 


“mortgage contained the usual authority for sale in case of de- 


fault. This mortgage was recently foreclosed and the road 
sold. Previous to the sale, however, J. A. Willard and J. B. 
Hubbell, officers of the company, obtained judgments against 
the company, under which judgments they now claim the right 
to redeem. It is alleged that these judgments were obtained 
by collusion and for the purpose of defeating other suits against 
the company. The court issued an order to the defendants to 
appear November 3 and show cause why an injunction should 
not be issued to restrain them from redeeming the " 

The work which has been going on on the section of the road 
from Wells, Minn., to Mankato has been suspended. 


Dividends. 


The New Bedford Railroad Company will pay a dividend of 4 
per cent. November 1. 


The Missouri Freight Law. 

In the case of Sloan & Co., against the Pacific Railroad Com- 
pany recently, the Circuit Court of Johnson County, Mo., de- 
cided that the act of the Legislature to prevent unjust discrim- 
ination and extortion on rates for transportation of freights by 
railroads, which was ~*~ April 1, 1872, was unconstitu- 
tional and therefore void. The act has not heretofore been 
passed on by the courts. 


Wilmington & Western. 

A meeting of the bondholders and others interested in this 
road was held in Wilmington, Del., recently. A report was re- 
ceived stating that the business of the road was rapidly in- 
creasing and that it was believed that in a short time the road 


wouid be able to earn the interest on its bonds and eventually a 
profit in addition. 


Lowell & Andover. 


The lease of this projected line to the Boston & Maine Com- 
per was finally executed October 4. The lease is for 99 years. 

roposals for the construction of the road are to be asked for 
atonce. The line will be some nine miles long. from Lowell, 
Mass., eastward to the Boston & Maine at Ballardvale. 


The Erie Bridge Oontracts. 


In the recent letting of bridge contracts or the Erie Railway, 
the Watson Manufacturing Company received contracts for 
eight bridges, in all 1,338 lineal feet of bridge work. 


Valley, of Virginia. 


On the section from Staunton, Va., to Salem the heavy work 
is all let, but the contractors on the lighter sections will not 
commence their work for some time. It is intended to have all 
the grading finished about the same time. 


Northern & Southern Narrow Gauge. 

A convention was recently held at Warm Springs, N. C., to 
consider a project for building a narrow-gauge railroad from 
Lake Erie through Columbus and Portsmouth, O., to Port 
Royal, 8. C. Committees were appointed to prepare an address 
aod to arrange fur another convention to be held at Ports- 
mouth, O., or some other suitable point. 


Iron Mountain, Chester & Eastern. 
A mortgage to secure $3,000,000 of bonds to be issued by this 
company has been executed. ‘The iron for the Missouri section 


of the road was contracted for some time since and has been 
shipped to New Or.eans. 


New York, Boston & Montreal. 


Two construction trains are now at work on the New York & 
Boston Division of this road and the track is rapidly being 
laid. About four miles of track is laid on the southern, or 
Kingsbridge end and some six miles in the neighborhood of 
Brewster’s Station, where the Harlem road is crossed. It is 
expected that the track will be all down, from Kingsbridge to 
Brewster's, by December 1. 


The Baldwin Locomotive Works. 

A Philadelphia dispatch, under date of October 6, savs: 
‘*The Baldwin Locomotive Works have discharged 200 out of 
2,700 employees. Considerable work has been done ahead ot 
time, and ten locomotives will be delivered weekly, until the 
middie of next month, to the Pennsylvania Railroad Company. 
They have delivered eighty-five locomotives, and will make 
fifteen more when required. The reduction in the ber of 
hands was caused partly by the canceling or postponing of or- 
ders by parties whose position did not warrant their fulfillment, 
but mainly in the falling off in the number of orders received.’ 
Walla Walla & Oolumbia River. 

On this road, which extends from Walla Walla, Oregon, west- 
ward to the Columbia River at Wallula, 54 miles of track has 


been laid. A construction train is on the track and the work is 
proceeding steadily. 


Pennsylvania—New York Division. 

A number of workmen have been discharged lately by the 
company from the new works in the neighborhood of Jersey 
City. The work on the shops west of the Hackensack and on 
the docks at Harsimus Cove, which is being done by contract, 
is going on as usual. 

t is said that a new depot is to be put up in Elizabeth, where 
one is much needed, the present depot being entirely too small. 


The new depot will probably be put up on a different location 
from the old one. 


New Jersey & New England. 

Surveys have recently been made for the northeastern sec- 
tion of this line, from the New Jersey Stateline to Fort 
Clinton, N.Y. The engineer reports that he has found a very 
favorable route. The road is to extend from New Brunswick, 
N. J., north by east through Caldwell and Suffern to the Hud- 
son River ata point (near Peekskill) where the Hudson River 
Bridge & New England Railway Company proposes to bridge 
the river. The length of the road will be about 60 miles. 


Illinois & St. Louis Bridg:. 


Nearly all the masonry foundations for the eastern approaches 
are completed, and the contractor for those approaches, the 
Keystone Bridge Company, has cc d putting up the iron 
work betaveen Fourth street and the levee in East St. Louis. 


Atlantic & Gulf. 


Some weeks since Col. Screven, President of this company, 
who is now in Europe endeavoring to raise funds for the exten- 
sion of the road to Pollard, telegraphed to the City Council of 
Savannah, Ga., stating that if the city would guarantee any de- 
ficiencies on the interest on a loan of $5,000,000 until the road 
should be completed to Pollard, he would have no difficulty in 
making the loan. The Council held a special meeting to con- 
sider the subject, and finally resolved that, in view of the pres- 
ent condition of the city finances, and also of the indefinite 
nature of the proposition, nothing could be done in the matter. 

The company is grading a track leading to the site of its new 
freight depot in Albany, Ga. 


Grand Trunk. 


The change of gauge of the line west of Montreal was made 
as announced October 3 and 4, and on October 6 trains com- 
menced running on the 4 feet 8} inches gauge. The line on 
which the gauge was changed was that from Montreal through 
Toronto to Stratford, 421 miles. The gauge of the line from 
Buffalo to Sarnia was made some time since. The compan 
now has 814 miles of road of the stindard gauge. The ro 
east of Montreal, comprising the lines from Montreal to Port- 











land, 297 miles ; from Richmond to Quebec, 96 miles ; the Ri- 





viere du Loup Division, 117 miles, and the Arthabaska Braneb, 
35 miles, are still of 5 fect Ginches gauge. This portion of thé 
line will eventually also be changed to the standard gange. The 


broad-gauge rolling stock will be used on these lines until 
worn out. 


The Miller Seal Lock for Oars, 


It is now stated that this lock, recently adopted by the Sec- 
retary of the Treasury for cars in bond, is an infringement on 
a patent granted to James E. Thompson, of Buffalo. The Sec- 


retary of the Treasury has been notified, but no action has yet 
been taken. 


New Mail Routes. 


Mail service has been ordered on the Cairo & St. Louis Rail- 
road from East St. Louis to me ey Ill., 75 miles. The 
compensation will be determined hereafter. 

Mail service has been ordered on the Providence & Spring- 
field Railroad trom Providence, R.I., to Pascoag, 23 miles. 
Compensation to be determined hereafter, 
lilinois Railroad Assessments. 

The following are the assessments of values for taxation rec- 
ommended by a minority of a committee of the State Board of 
—— of Taxes for the railroads of Illinois, and, we 
believe, adopted by the Board. They were estimated to be 
equal to 70 per cent. of the cash value of their taxable prop- 



































erty: 
N Cc | = \Value per 
AME OF COMPANY. | = mor Pag Total value. 
: | | 
1 

Oe OO TI vie sins. - vocvesecs | 48) $6,944 aa| $337 149 46 
Cairo & Vincennes................0. 155; 7.321 04) 1,136,761 20 
Carbondale & Shawneetown... .... | 17) %009 17 122 534 30 
Chester & Tamaroa..........00..0+ | 40 6,974 14) 283 885 83 
Chicago & Alton..........cesseeeeee | 838) 11.9°6 60) 4,034.945 75 
Alton & St. Louis..... 5 22) 11,584 33) 256.791 11 
St. Louis, J. & Chicago, 148, 10.42! 83) 1,549.518 62 
Joliet & Chicago............ 86) 14229 36 525,467 11 
Chicago, Burlington & Quine TIT 13.052 26 10.147.796 48 
Chicago, Danville & Vincennes. .... 108| 9.658 86) 1,046,025 52 
CEP sd icccechsnscs cbdes 77 10,318 25 83 862 12 
Chicago & Northwestern............ 454, 12.085 03) 5,486,603 62 
Chicago, Rock Island & Pacific.....| 228) 13,760 19} 3,144,202 60 
Chicago & Pacific..............2... 15 853918] 198.087 70 
Chicago & Paducah................. 73 6,260 31} 457 109 95 
C., P. & Southwestern..... ....... | 57-7 247 63 417, 85 64 
Cincinnati, Lafayette & Chicago... | 32, 11.424 05 365.569 60 
C., C, & Indiana Central .. ....... | 22| 12,260 3 272,789 00 
sy Ws ae Pe. cer00n00 cone | 9.984 89) 62,405 56 
Gilman, Clinton & Soringfield...... 110 «8.221 10 £88.109 7 
Grand Tower & Carbondale......... 24 9,453 67 228 846 74 
Se B BE, BBs ccnccecccccce 15 10,393 26) 155,898 90 
ig se SE nakncss 00600000se00 | 238 9.003 51 2.145 149 53 
Indianapolis & St. Louis.. «++. | 183 10.283 00) 1,881.789 00 
Indiana & I}linois Central | 64, 8,601 69 557,754 77 
Jacksouvil'e, N. W. & S. | 30 §=8. 286 28 255.183 83 
Se) eee | 14 22.863 16 320,154 24 
a ee 8 Ree 17 +6257 44 111.069 62 
I SIONS, a ccccccscc cocccee 38) 15.386 45 '84 145 10 
Ohio & Mississippi......... ....... 146) 12230 4) 1,790,982 58 
Parie & Danville.... ...........0000 | 84] 7.637 84, 264,196 06 
DN Ae BR c00.0000ccccesevcoe 101] 7.314 10) 745 449 19 
Maks. a Chiretsccaanses se | 83] 9.312 51, 775,333 94 
Peoria & Rock Island............... 90] 8,293 09 754.083 28 
Pittsburgh & Fort Wayne.......... 14] 18,108 88) 256.859 98 
Rockford, Rock Island & St. Louis. | 282] 7,253 42) 2.045.802 23 
Springfield & Northwestirn........ | 23} 6.481 65; 152 016 23 
St. Louis, Alton & Terre Haute .... | 69] 10.875 94) 805,673 66 
St. Louis & Southeastern........... | 974] 9,266 37| 1.613.142 51 
St. Louis, Vandalia & Terre Haute.. 159] 13,409 50| 2.933.973 56 
Springfield & Illinois Southeastern. 219) 643160) 1.614,723 2u 
Toledo, Peoria & Wursaw.. .. 230] 11.453 61| 2.637 646 16 
Toledo, Wabash & Western... 7} 10.183 22) 3,674,497 84 
Pekin, Lincoln & D............ 67} 10.416 51 692,540 25 
Hannibal & Naples ............ ose 49| 9.524 06 472.036 34 
Lafayette, B. & Miss.............. > 77) 11,203 08 870 351 89 
CE re | 126) 8.850 93 1,115,225 56 
Coal Vailey Mining Company....... 1) 19,588 35 38,105 41 

MIE co nticcabieia ss) teccobes | 5,703 Rt er $60 154,154 74 


| i 





Philadelphia & Erie. 


A correspondent informs us that the grading for the second 
track from the east end of the Linden line (below the Williams- 
port bridge) to Montoursville siding, is finished and ready for 
the stone ballast. The ballast is now being put on and it 
will soon be ready for theiron. This second track is to be ex- 
tended about one mile east of the siding, making in all about 
four miles, which in connection with the Linden Jine will be 
equal to about 11 miles of double track from the west end of 
the Philadelphia & Erie yard in Sunbury to the east end of the 
Northern Central yard, about three miles of which is now 
worked as double track. The whole yard is now under one 
management, and in charge of E. R. Jacosyas General Yard 
Dispatcher. 

The track on the Eastern Division is in excellent condition 
and rides very smoothly. A large amount of stone ballast has 
been put on the track this season. 

Business over the road is very heavy this fall. The coal ton- 
nage is unusually Jarge. The financial troubles appear to have 
little or no effect on the movement of freight over the line. 


Paris & Terre Haute. 


This company filed its articles of incorporation with the 
Secretary of State at Springfield, [ll., September 30. The road 
is to extend from Paris, Ill., southeast to the Indiana line near 
the northeast corner of Clark County, a distance of about 13 
miles. The capital stock is to be $450,000, and the incorpora- 
tora are James Steele, Robert J. Henry, E. C. Mac, D. Hitch- 
cock, James A. Eads and Henry Van Seller. 


Railroads in Mexico, 


From the fortnightly review of the Zrait d’Union of Sep- 
tember 15, published in the city of Mexico, we translate the 
following : 

“We are no longer occupied with the line from Vera Cruz to 
Mexico ; it 18 in full operation, and its service, growing better 
every day, is now such as to put an end to the complaint of 
business. 

“Mr. Plumb, who has agreed with the administration upon 
a contract which will be submitted to Congress for approval, 
and who represents the International Company of Texas, has 
returned from a journey to the United States. He comes 
back full of hope for the prompt realization of the work. The 
government, we believe, partakes of his confidence and his 
hopes. But now other combinations are announced. The 
Rosecrans project, which was supposed to be finally buried, is 
to be resuscitated, they say ; new agents are to come with new 
propositions, and are even to consent to give up the narrow 
gauge for the wide gauge, with adVantages, which are not 

recisely stated, but which are pretended to be irresistible. 

e are content to mention these statements, which are as 
vague as they are indefinite, and to await the facts. Another 
project has arisen suddenly, at the last moment. It proposes 
to construct a railroad from the capital to the port of Maruta, 
lately opened on the Pacific coast, in the State of Michoacan ; 
an organization is to be formed under the name of ‘‘Mexican 
———— Company,” and the work is to be effected entirely 
with Mexican capital. A utopian scheme, in the realization of 
which no one will or can believe. : 

‘*We ate much afraid that these two combinations, which 
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have no solid basis, are proposed only as obstacles to the 
prompt and wise action of Congress; but we have too much 
confidence in the good sense of the Administration and of Con- 
grees not to be confident that these obstacles will be easily 
overcome.” 


Marietta & Pittsburgh. 
The tracklayers are at work, in Guernsey County, O., on the 
extension of the road from Liberty northward. 


Grand Rapids & Indiana. 

The track is laid to the crossing of Bear Creek, 10 miles 
south of Little Traverse Bay, the end of the land grant. Bear 
Creek is 1624 miles north of Grand Rapids and 25 miles beyond 
the last point noted. Work is progressing rapidly, and it is in- 
tended to have the road completed to Little Traverse and ready 
for inspection by November 1. 


Subscriptions to Railroads in Illinois. 

The Illinois Railroad Commissioners have addressed a circu- 
lar to clerks of all the counties in the State requesting informa- 
tion as to the amount and character of the aid and ere. 
tions which may have been voted or issued by the municipali- 
ties, within the county or by the county itself, to any railroad 
corporations. The points desired are: name of the railroad 
companies ; whether the aid was a subscription to stock ora 
donation; time when voted; amount; time when issued ; 
amount actually issued; rate of interest and time of its pay- 
ment; time when principal is payable ; total amount, including 
interest, outstanding on the Ist of July last. 

Complete iniormation on these matters will be valuable on 
many accounts. 


Reports to the Illinois Commissioners. 

The Commissioners issued September 22 a circular addressed 
to all those companies which had not returned the reports re- 
quired of them for the year ending with June last, and which 
by law are to be sent in on or before September 1, in which 
they announced tnat proceedings would be begun to recover 
the penalty of $15,000 imposed for this delay and negligence by 
the law, against all companies whose reports should not be re- 
ceived by the 1st inst. 


National. 


It is now stated that in order to prevent the loss of the fran- 
chise of the company, which would take place, under the gen- 
eral law, if work was not commenced within six months after 
its organization, a number of men were put at work on the 
grading in Somerset County, N. J.. and kept at work for sev- 
eral weeks. The newly-organized Union Railway Company will 
consequently not be able to take possession of the National 
line as surveyed. The National managers also claim to have 
made arrangements for a vigorous prosecution of the work. 
So many similar promises have been made, however, that most 
people hem be inclined to doubt until they see substantial prog- 
ress made. 


New York & Oswego Midland. 

The application to have this company declared bankrupt 
came up before the United States Circuit Court in New York, 
October 2. The company asked for a jury trial, which was 
granted, and the case set down for November 4. 

At the same time the Receiver applied for an extension of his 

ower to enable him to pay men employed on the road from 
, seelng 1873, instead of from June only, as specified in the 
original order. This modification was asked for, as many of 
the employees have from four to six months’ pay due them, and 
in some cases even more. The Receiver also asked the court to 
approve the contract made by him with the New Jersey Mid- 
laud Company, by which he is to retain the upper portion of 
the road, from Pompton Junction to Unionville. The court 
reserved its opinion on both questions. 


New Haven, Middletown & Willimantic. 

A special meeting of the first-mortgage bondholders was helé 
in New York October 2, to receive the report of the committee 
appointed at a former meeting to inspect the road. The com- 
mittee reported that the road was in good condition, except 
that ballasting was required from Middletown to Wiliimanutic 
(29 miles), which would cost about $250 per mile. The iron 
work of the viaducts needs painting as a protection against 
weather, aud some other small alterations are needed. The 
cost of all these improvements is estimated at $19,550. With 
a suitable equipment the road could receive a cousiderable 
freight business, besides a share of through traffic. With its 
present equipment it is only able to run one train a day be- 
tween New Haven and Willimantic, besides the local trains 
between New Haven and Middletown. The road requires in 
addition to its present equipment two locomotives, six passen- 
ger, one baggage, 40 box anu 50 flat cars, the eatimated cost of 
which is $134,500. The committee believes that with this 
equipment the earnings of the road could be doubled iu a short 
time. The committee recommends that steps be taken at once 
to provide this equipment. It is also recommended tuat the 
road should be left under the management of the trust:es of 
the second mortgage, who are now in possession. 

By the last published statement the amount of capital stock 
paid in was $677,500, the firat-mortgage bonds amounted to 
$2,770,000 and the second mortgage bonds to $880,000. There 
was also a floating debt of about $1,460,000, making the whole 
capital account abont $5,787,500, or $111,300 per mile, the road 
being 52 miles iong. The interest ou the bonded debt amounts 
to $255,500, or $4,913 per mile, annually. 

A counection is now being made between the rails of this 
road and those os the New York & New England road at Willi- 
mantic. 

The town of Middlefield, Conn., has not issued the last $30,- 
000 of the bonds voted to the road, and the town of Chatham 
has pot issued its last $40,000. Efforts are being made in both 
towns to prevent the issue. 

At the meeting of the bondholders, Messrs. D. B. Hatch, 
Watson and Goudy were appointed a committee to solicit sub- 
scriptions from the first-mortgage bondholders to procure 
equipment. Messrs. D. B. Hateh, A. M. Colgrove, A. E. An- 
derson, 8. S. Sands and John N. Camp were appointed an ad- 
visory committee to confer with the trustecs of the second 
mortgage who are now managing the road. 

The amount of bonds represented at the meeting was $1,- 
061,000. 


Chesapeake & Ohio. 

The Richmond (Va.) Dispatch, of October 1, speaking of the 
Church Hilt tunnel in that city throngh which the extension 
of this road to the wharves on the James River is to pass, 
Bays : 

** Track-laying in the tunnel has been completed as far as 
shaft No 3 and Twenty-nintn and Broad streets, this being the 
eastern terminus of the tunnel proper, and the point at which 
the portal for that end was to have been erected. Since the 
commencement of the work, however, it has been deemed ad- 
visable to arch over the #pproach for several hundred feet to a 
point in the rear of tne colored church. This bas been nearly 
finished, and the track will be laid under it to-day.” 

The same paper, under date of October 3, says : 

**The completion of the Church Hill tunnel has again been 
retarded, but for only a short time, it is hoped. It appears 
that, in order to allow the passage of the material train which 
was taken through the tunnel on Wednesday afternoon about 6 
o'clock, some of the timbers which supported the casing of 
shaft No. 3 had toe be removed. About 6 o’clock that afternoon 
the lower part of this casing gave way, and was followed at in- 
tervals during the night by other portions of it, and the sur- 


rounding earth, until about half-past four o’cluck yesterday 
morning, when the shed and all the suriace timbers gave way 
and fell in with a great crash, leaving a hole on the surface of 
the ground about forty feet square, and probably thirty feet 
deep. The remaining portion of the sh«d and all the ma- 
chinery, including the engine, have been removed. The work 
of removing the fallen earth and debris from the bottom of the 
tunnel will be pushed forward as rapidly as the nature of the 
case will admit of.” 


Houston & Great Northern. 

Ata special mecting of the stockholders held in Houston, 
Tex., September 27, 44,547 shares were represented. On the 
question of ratifying the agreement of consolidation with the 
International Railroad Company, 44,520 shares were voted in 
favor of ratification and only 27 shares against it. 


International. 


At a special meeting of the stockholders held in Palestine, 
Tex., September 24, 17,128 shares were represented, and the 
vote in favor of ratifying the agreement of consolidation with 
the Houston & Great Northern Company was unanimous. 

The temporary bridge over the Brazos River has been com- 
pleted and the iron is being laid on the extension from that 
river southwest into Milam county, 


St. Paul & Pacific. ‘ 


The Amsterdam bondholders have furnished the Receiver, 
Mr. J. P. Farley, with funds to the amount of $100,000. With 
this amount the section of road on which iron was laid some 
time since, from Glyndon on the Northern Pacific for 92 mites 
down the Red River valley and trom Glyndon southward tor 12 
mils, making 104 miles in all, will be put in euch condition 
that it can be accepted by the Governor of the State. If more 
money is needed, it will be furnished. This section is part of 
the St. Vincent Ex‘ens:on, and its compl«-tion and acceptance 
will save a considerable portion of the land grant. It is possi- 
ble also that eight miles more of iron may be Jaid. The com- 
pletion of the road through Glyndon will give to the St. Paul & 
Pacific a considerable area of land which would be included in 
the Northern Pacitic grant in case of its forfeiture by the first- 
named company. Mr. Farley hopes to be able to resume work 
in the spring and complete the whole line of the St. Vincent 
Extension. The Bramerd Branch is now in the hands of Mr. 
Delano, who purposes going to work on it at once. 

De Graff & Co., contractors, have. commenced a new -suit 
against the St. Paul & Pacific Company. This suit, which is 
substantially the same as that brought by th«m last July, is 
based upon three contracts held by them for the construction 
of the Brainerd Branch, from Sauk Rapids to Brainerd, the St. 
Vincent Extension, from St. Cloud to Glyndon, and the ~t. 
Vincent Extension, from Glyndon to Pembina. On these con- 
tracts the plaintiffs claim that there is due them from the com- 
pany a balance of $432,601.31. They also ask for $62,000 dam- 
ages for the failure on the part of defendant to have the various 
lines ready for work as soon as they ought to have been. This 
new suit will not, it is said, affect the suit brought against W. 
G, Moorhead, but both suits will proceed together. Garnish- 
ment proceedings under this suit have been commenced against 
the First National Bank of St. Paul, George L. Becker, Presi- 
dent, and Hermann Trott, Land Commissioner, of the railroad 
company, all of whom hold some of its faads. 


Taxation of Railroad Lands in Michigan. 

In the test case made some time since by the Flint & Pere 
Marquette Railroad Company, asking for an ivjunction to re- 
strain the Supervisor of Osceola County, Mich., from taxing 
certain lands granted to the company by the United States and 
the State, the court has just given its decision. It is held that 
where lands are owned by a railroad company, not for the use 
of the road, tor road-bed, depots, shops, etc., but for sale, such 
property does not come within the provisious of the constitua- 
tion or the statute anthorizing a specific tax on the general 
property of the company, aud such lands may be taxed uke the 
property of avy citizen. Moreover, tho Legislature has epeci- 
ally provided by statute that such lands shall be exempt from 
taxation for seven years, uuless sooner sold or improved, thus 
asserting clearly by implication the power to tax them though 
still held by the company, avd at any time if sold or improved. 
The injunction is therefore refused. 

Meetings. 

An adjourned meeting of the stockholders of the West Shore 
Hudson River Railroad Company will be held at the office of 
the company, No. 33 Broad street, New York, November 4, to 
elect directors and transact other busines:, 

The annual meeting and election of the Annapolis & Elk 
ay Railroad Company will be held in Annapolis, Md., Oct - 

er 13. 


South Branch. 


Surveys are now being made for the extension of this road 
from its present terminus at Flemington, J., southwest to 
the Del:ware River, a distance of about 10 miles. ‘The road, 
which is leased by the Central Railroad Company of New Jersey, 
now extends from the Central road at Somerville southwest to 
Fiemiogton, 16 miles, 


Boston & Maine. 


The connection between this road and the Grand Trunk at 
Portland, Me., continues undisturbed, and a large amount of 
freight from the Graod Trunk is daily delivered on the Boston 
& Maine wharf, 


Maine Central. 
It was receutly discovered that a large number of counterfeit 
tickets had been passed ou the conductors during the late State 


Fair at Bangor. The company’s loss by these tickets is over 
$1,500. 


St. Louis & Southeastern. 

This company recently paid to the State Comptroller of Ten- 
nessee $100,000 in State bonds, beiug a poruun of the third 
installment of $150,000 of the purchase money of the E lgefield 
& Kentucky Railroad, which now forms a part of St. Louis & 
Soutbeastern’s Nashville Division. The balance of the third in- 
staliment wili be paid in a few days. The fourth and last in- 
stallment of $250,000 will be due in September, 1874. ° 


Delaware, Lackawana & Western—Morris & Essex Di- 
visi0n. 

The machinery for the new car shops at Hackettstown, N. J., 
has arrived and is being put in position. It is expected that 
the shops will be at work this month, 

Work on the new tunnel through Bergen Hill has been tem- 
porarily suspended. 


North Shore of Canada. 

The surveying parties have been withdrawn and work 
stopped fur the present. Nearly the whole iine is located and 
some 25 miles graded on the eastern or Quebec end. 


Wooden Railroads in Oanada. 

The Toronto (Canada) Monetary Times of October 3 says : 
**A commuhication from the President of the Quebec & St. 
John Railway Company, better known as the Quebec & Gosford, 
has been addressed to the Quebec City Coun: il asking a bonus 
of $100,000 for the extension of the line to Lake St. Joun. The 
important statement is made that ‘the capital sunk already on 
the wooden road would be of no account; and that it had been 
demonstrated that wooden railways could not be protitably 
worked.’ It appears, therefore, that the people of Quebec have 








theories about wooden railways which look so well on paper 
must vanish before the stern logic of facta, The experience of 
the Quebec & Gosford will most likely end both the discussion 
about, and the expenditure on, this class of railway projects.” 

If this road has been operated, as has been stated, with 25- 
ton locomotives, it would seem to have demonstrated, not that 
wooden railroads cannot be successful with a suitable equip- 
ment, but only that a wooden road cannot be profitably worked 
with heavy rolling stock. 


Northern Oolonization. 

This road is intended to run from Montreal, Can., westward 
to Georgian Bay. The road is to run as far northward of the 
Ottawa River as possible. It will be nearly 350 miles long. 
The company has a grant of 10,000 acres per mile from the 
Province of Quebec, a grant of $1,000,000 from the city of Mon- 
treal, and grants from several towns and counties along the 
line. 


Baltimore & Ohio. 


The Washington Star of recent date says: ‘‘ The Baltimore 
& Ohio Railroad Company on Saturday filed for record in the 
office of the recorder of deeds the conveyances to it of lots 
and parcels of ground in square 681, bounded by North Capi- 
tol, D and E streets and Delaware avenue, immediately north- 
east of the square at present occupied by their depot. The total 
sum paid was $128,000, and the square contains over 185.000 
equare feet of ground, on which the company proposes to erect 
a tine depot building of iron and glass. This removal is made 
necessary in consequence of the grade of North Capitol and C 
streets and New Jersey avenue having been raised. The com- 

any has also purchased the Queen farm of fifty acres, near 
Boosie’ station, on the Metropolitan Branch (three miles out 
ot town), for $20,000. On this farm it is proposed to erect work- 
shops aud an outer depot, and it is said that it is contemplated 
to make the junction between the Washington Branch and the 
Metropolitan Branch at that point.” 


Green Bay & Minnesota, 

Tron is now laid on this road (late the Green Bav & Lake 
Pepin) to a pvint 38 miles southwest of Merrillan, Wis., and 
within a short distance of the junction with the La Crosse, 
Trempeleau and Prescott. The road is being ballasted as fast 
as the iron is laid. 


Oentral Pacific, 


The new building erected by the company in San Francisco 
has been completed, and the work of removing the general 
offices from Sacramento to San Francisco has been commenced. 
The offices of the General Freight Agent, General Ticket Agent, 
Auditor, Chief Engincer and the Land Office have already been 
moved. The offices of the President, Treasurer, General Su- 
perintendent and General Master Mechanic will soon follow. 


Jackson, Lansing & Saginaw. 

An extension of fonr miles along the shores of Otsego Lake 
has been graded and the work of tracklaying commenced. A 
new town is being built at the northern end of the lake, which 
is to be the terminus of the road for the present. 


Utah Southern. 


The track is laid to American Fork, five miles southward 
from Lehi. Utah, the late terminus. ‘Trains are running to 
Americsn Fork, and work is progressing rapidly on the extene 
sion to Provo, 14 miles further. 


Some English Railroad Figures, 

The amount paid by the railroad companies as compensation 
for injuries to persons for the last year was: England and 
Wales, £246,701; Scotland, £45,971; Ireland, £6.717; and for 
damage and ioss of goods, England and Wales, £156,107 ; Scot- 
land, £19,708; Ireland, £10,804; making a total under both 
heads of £486,008. Last year the amount contributed to the 
parochial and municipal rates by railroads in Great Britain, 
through rates and taxes, was £1,020.780 ; of this Englaud and 
Wales supplied £859,306; Scotland, £100,708 ; Ireland, £60,766. 
The amount paid by the railroads in Englandeand Wales and 
Scotland tor government duty on passengers was £502,626, Ire- 
land being exempt from this tax. 


Improvement of the Upper Mississippi. 

The Dubuque (Ia.) Telegraph of recent date says: ‘* It 
appears that Captain J. B. Davis, who went north from Dav- 
enport with the government steamer and dredge-boat Mon- 
tana, to improve the Mississippi, is accomplishing his object 
admirably. Congress made an appropriation of $30,000 with 
winch to mend navigation between Davenport and St. Paul, 
and Colonel Macomb placed the whole matter in the hands 
of Captain Davis, authorizing him to use the money as his 
judgment dictated. The great difficulty is, of course, sand 
bars and sloughs, which become hindrances in low water, and 
removal of them so that they should not appear elsewhere 
has been the object in the mind of Captain Davis. We are 
glad to learn that his plan, which consists of confining the 
channel by dykes formed by driving piles three feet apart, 
and filling in with tangled brusb, has thus far proved a suc- 
cess. The piling causes a sand bar to be form: d, which in- 
creases in size each year, upon which shrubs and vegetation 
spring up and a new shore is really tormed. 

* This plan of Captain Davis has been successful. There 
are some twenty places between St. Paul and Davenport to 
be thus repaired, the worst of which are Pig’s Eye, some 
five miles below St. Paul, and Beef Slough, a short distance 
below Wabasha. At the first place, Captain Davis has suc- 
ceeded in making a satisfactury channel, and he is now 
slowly working down the river. He only expects to zet as 
far as Winona this fal!, as he works with great thoroughness. 
When this work has been completed and the canal is excavated 
around the Lower Rapids, the channel to St. Louis will be 
comparatively clear, and will average about six feet of water 
through the navigable season.” 


Savannah & Memphis. 

The bridge over the Tallapoosa River will shortly be finished, 
and it is thought that an extension of 20 miles from Sturdevant 
to Adkin’s Gap will be completed this year. The road is now in 
operation from Opelika, Ala., northwest to Sturdevant, 40 miles. 
It is intended to run through to Corinth, Miss. 


Improvements of Missouri Rivers. 

Surveys have been made during the past year of the Osage 
River from its mouth to Tuscumbia, 60 miles, in which distauce 
27 shoals were found. The plan for improvement adopted is 
by dredging and the construction of brush or log dams to hold 
up the materials dredged out. On the lowest shoal, 1,600 feet 
of dyke and 1,046 feet of cross-daim were built. Work was also 
commenced on Dixon’s shoal and preparation made for further 
work by cutting jogs and getting out stone. About $17,000 
was expended, leaving a balance of $49,500 on hand. It will re- 
quire $125.000 more to complete the work. 

On Current River, during the past year, some work has been 
done in building and repairing wing-dams and removing snags, 
Work on the improvement of this river, undertaken by the 
State of Missuri, has been suspended, leaving the works in 
very imperfect condition. 

Surveys were made of the Gasconade River, and an appro- 
priation of $25,000 for this river is asked for for the coming 

ear. 

7 Surveys have been made of the St. Francis River, but no ap- 
propriation for itsimprovement are recommended, as the ex- 





demonstrated, at a pretty heavy expense, that all the fine 





penditure required would be large and the benefit to commerce 
small, 


